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ELECTRIC RAILWAY TRACTION 


A Supplement illustrating and describing developments 
in Electric Railway Traction is presented with each copy 
of this week's issue. 








The Prince States the Problem 
GCARCELY have the clouds of 

over these islands lifted a little 
trial strife show themselves—as yet no smaller than a 
man’s hand—upon the horizon. The various organisa- 
tions of railwayimen, observing the promise of the restora- 
tion of wage cuts to civil servants, are beginning to 
clamour for a restoration ot ae a cuts, despite 
| the critical factor that whereas the Government has shown 
an available surplus, the income of the railways so far 
would not justify such a step. And so the trouble goes 
on along the years—-wars and rumours of wars, at home 
Fand abroad—an irregular curve of peaks and _ hollows, 
= but always with an ascending tendency, directly propor- 
Ftional to the ascending curve of industrial productive 
E capacity, instead of inversely proportional to it as, in a 
Teasonably ordered world, it would be. We welcome the 
Fauthority of the Prince of Wales in support of our oft- 
Teiterated emphasis that this paradox must be solved; at 
© the annual dinner of the London Chamber of Commerce 
last Tuesday His Royal Highness said: ‘‘ There is no 
Pscarcity of commodities. It is, I feel, at the’ consumption 
and distribution ends that failure has occurred. It is 
useless to produce goods that cannot be sold, and it ts 
s the concern of the business community to discover a way 
Sout of the present impasse.’ Ours are the justifiable 
"italics. 
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than those of indus- 
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Railway Service Appreciated 

There is still a school of public thought which regards 
the railway as the least approachable of public services. 
Such obsessions die hard, but threats to their longevity 
are daily growing more numerous. A striking testimonial 
to the readiness of the railways to accommodate them 
selves to individual requirements appeared recently in The 
Manchester Guardian, where a writer paid tribute to the 
comprehensive arrangements made by the L.M.S.R. for 
the convenience of the rambling club for the blind in 
Manchester. Reserved coaches have been provided on 
several occasions for the outings of this organisation in 
the Pennines and Cheshire, this facility often involving 
the haulage of empty stock over considerable distances and 
the working of vehicles to and from remote points on 
other companies’ systems. The helpful attitude of the 
railway companies to walking clubs in general was also 
commented upon. It is encouraging to see that not only 
was the action of the L.M.S.R. generously appreciated in 
this instance but that the traffic problems involved were 
recognised. When such enlightenment becomes general 
the number of unreasonable demands upon the railways 
will be minimised and those to which the companies can 
accede will be increased, to the profit of all parties. 


* K * * 


The Week’s Traffics 

Traffics of the four group companies for the past week 
include the Whitsuntide Bank Holiday receipts and com 
pare with those of a normal week in 1933, so that passenger 
train earnings are substantially up in every case, and goods 
and coal are down owing to the loss of a working day. 
Comparing the passenger train traffics for the Whitsuntide 
holiday fortnights of 1934 and 1933 it will be found that 
in 1934 there were decreases on all four lines, the respective 
decreases being £69,000 on the L.M.S.R., £56,000 on the 
L.N.E.R., £44,000 on the Great Western, a £46,000 on 
the Southern. The lower temperatures prevailing during 
the 1934 holiday and the fact that it was a fortnight earlier 
may largely account for these differences. 


2ist Week Inc. or dec 


; ; 
Year to date 





Coal, &c. Total. 
£ £ 
48,000 28,000 +1, sot 000 + 5-95 
31,000 + 16,000 + 1,355,000 + 
26,000 42,000 + 362,000 + 3-98 
4,000 + 25,000 + 256,000 + : 


Pass. &c. Goods, &c. 
£ 

58,000 

6,000 

33,000 

6,000 


£ 
78,000 
+ 53,000 
17,000 
+ 35,000 


* * * * 


The German Summer Speed-up 

xamination of the summer time-tables of the German 
State Railway proves that the acceleration of train services, 
to which brief reference was made in the April 6 issue of 
THE RatLway GAZETTE, has been almost meteoric in 
character. On page 982 of this issue details of the principal 
high speed services are given, from which it will be seen 
that, whereas in 1931 the first 58 m.p.h. booking—of a 
modest length of 30 miles—had just appeared in the 
German time-tables, this summer, only three years later, 
no less than 5,337 miles are so scheduled, made up of 
62 different runs. The Flying Hamburger railcar still 
heads the list with its bookings of 77-4 m.p.h. in one 
direction and 76:3 m.p.h. in the other; but it is now 
joined by six other journeys of steam trains booked at 
speeds of over 65 m.p.h. from start to stop, and totalling 
in length 1,231 miles. In certain cases the same express 
is booked to make two start-to-stop journeys in succession 
at speeds of over 60 m.p.h.; while a large proportion of 
the short runs made by ordinary “‘ D ’’ class express trains 
over various routes are timed from point to point at 
upwards of 55 m.p.h., often for a number of point-to-point 
stages in succession. As we pointed out in the April 6 
issue also, this is but a beginning; for on the widespread 
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introduction of railcar services in Germany next year 70 
m.p.h. rail schedules will become almost a commonplace. 


* * * * 


Overseas Railway Traffics 

By an increase of £34,000 in its traffics for the past 
fortnight the Buenos Ayres & Pacific has reduced its 
decrease for the year to date to £1,000. Central Argen- 
tine traffics during the same period have improved to the 
extent of £62,006, thus bringing the decrease for the 
47 weeks well below the £600,000 figure. Buenos Ayres 
Great Southern traffics have on the other hand fallen away 
£43,000 in the two weeks, and the Buenos Ayres 
Western’s increase of £8,000 a fortnight ago has now 
been turned into a decrease of £8,000. Canadian Pacific 
net earnings for the period January 1 to April 30 show an 
improvement of £532,200. 


Increase Increase 

Railway No. of Weekly or Aggregate or 
Week. Traftics. Decrease Traffic Decrease 

4 ‘ é 4 
Buenes Ayres & Pacife 17th 129,000 + 23,000 5,241,000 — 1,000 
Buenos Ayres Great Southern 47th 168,000 — 20,000 9,486,000 — 161.000 
Buenos Ayres Western 47th 64,000 6,000 3,209,000 8,000 
Central Argentine. . 47th 193,000 + 41,000 7,923,000 — 576,000 
Canadian Pacific 20th 471,200 + 83.200 8,781,200 + 1,286,800 
Bombay, Baroda & Central India 7th 182,700 + 11,925 1,181,100 9,975 

* * * * 


An Excursion Development 


It is doubtful whether the most enthusiastic advocates 
of excursion travel in its infancy foresaw the day when 
the cheap-fare train would attain to the dignity of a 
column in the time-table. That it has done so now is 
less surprising than it would have been even a year ago, 
for the extension of “‘ summer ’’ tickets has made every 
passenger, undertaking anything longer than a local 
journey, an excursionist in one sense of the word. Cheap 
half-day bookings by regular expresses are a further sign 
of the times, but the spectacle most symptomatic of this 
revolutionary age is that of the established excursion 
throwing open its doors to the ordinary passenger. This 
development chiefly affects Sunday services, and, as there 
is no doubt that a fair proportion of passengers on that 
day have chosen it with the object of avoiding crowds, the 
popularity of the move with the public is open to debate. 
At terminal stations it may be possible to arrange for full- 
fare paying passengers to have the first choice of seats by 
admitting them to the platform before the excursionists, 
but this does not solve the problem for those joining the 
train en route. A note in the time-tables to warn pas- 
sengers of what are actually excursion services might be 
useful in minimising dismay. 


t ~é 6 . 


Railway Militarism 

To the railway traveller entering Italy, one of the first 
unmistakable evidences of the Fascist régime, directly the 
frontier has been crossed, is the appearance in his train of 
members of the milizia ferroviaria, or railway militia. 
Every train carries one or two of these militiamen, in 
greenish-grey uniforms somewhat resembling those of the 
Alpine troops, and the rule that they exercise over the 
passengers is strict indeed, as any experiment say, in 
thoughtlessly resting a pair of feet on the opposite seat 
will soon prove to the experimenter. But in recollection 
of past travel conditions in Italy, one readily forgives any 
such control in the enjoyment of the cleanliness and 
efficiency of present-day Italian, railway operation. Not 
only are the trains thus manned by the militia, but all 
important signa! boxes and goods sheds are similarly 
guarded by armed men. So far as the yards are con- 
cerned, the duties of these blackshirts correspond some- 
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what to those of railway police, but the cost in peace 
time of such additions to the staff at stations and in the 
trains must be considerable. There are about 12,000 men 
in all fourteen legions of the mulizia ferroviaria, one legion 
to a province; thus the first legion is in Piedmont, the 
second in Lombardy, and so on, with the thirteenth in 
the Island of Sardinia and the fourteenth in Sicily. 


* * * * 


Wagons-Lits Results 

Gross receipts of the Compagnie Internationale des 
Wagons-Lits et des Grands Express Européens for the 
year 1933 were slightly better than those for 1932 in 
spite of exchange difficulties, and the profit on working 
was some 10,000,000 Belgian francs better owing to further 
economies which have placed the company in a stronger 
position to deal with any increase of traffics. The rail- 
way administrations concerned have continued their assist- 
ance in modifying the working agreements with the com- 
pany. Financial results for the past two years are com- 
pared in the following table; the present rate of exchange 
being about 110 Belgian francs to the £1:— 

1933 1932 
Belgian francs Belgian frances 

Profit on working ed 72,038,300 62,796,658 
Sundry credits, including prctit on 

redemption of sterling issues 
Totalincome .. a 
Interest, depreciation, &« 
Balance 


31,294,746 87,737,442 
103,333,046 150,534,100 
65,359,520 72,482,203 
37,973,526 78,051,897 


Brought forward xe 281,113 229,216 
Rolling stock amortisation 38,000,000 78.000,000 
Carried forward 254,639 281,113 


As in the previous three years the ordinary shares 
receive no dividend. No new rolling-stock was brought 
into service during the year, and 36 vehicles were 
scrapped. The stock now comprises 2,242 vehicles. 

* * * * 


International Sleeping Car Developments 

Further progress in the provision of third class sleeping 
cars is recorded in the report of the Wagons-Lits Company 
for the year 1933. Third class wagons-lits were placed in 
service between Paris and Nice in April, 1933, and since 
then they have been provided between Paris-St. Gervais, 
Paris-Innsbriick, and  Paris-Interlaken and __ between 
Brussels and Basel. More wagons-restaurant-bars and 
buffet cars are being added in consequence of their popu- 
larity with the travelling public. There have been accelera- 
tions of many important international trains, and that of 
the Rome Express in particular has caused a consider- 
able development in traffic to and from Italy. Accelera- 
tions of the Simplon—Orient and the Taurus expresses 
combined with new road-motor connections have now 
brought Baghdad within 53 days of Paris, and have also 
improved the communications with Persia. The com- 
pany’s contract with the Swiss Federal Railways has been 
renewed for fifteen years, and the arrangement with the 
Lithuanian Railways has also been continued. 

* * * + 

Mitropa Results for 1933 

The seventeenth report of the Mitropa (Mitteleuropaische 
Schlafwagen und Speisewagen A.G.) for the year ended 
November 30, 1933, shows that receipts fell by about a 
million marks compared with the previous year, but this 
was a decidedly better situation than in 1932, when the 
decline was about nine times as great. The fall in the 
traffic led to the withdrawal of some cars from service, 
there being 179 sleeping cars running daily insicad of 190 
in 1932, and 212 restaurant cars as against 220. The car 
kilometres run amounted to 82,900,000, a reduction of 
1,100,000. In order to assist industry orders for new cars 
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were placed during the year, and should the traffic 
improve, as it shows signs of doing, further orders will 
be placed. Members of the staff engaged for the summer 
services have been kept on during the winter months and 
they have agreed, to assist matters, to take holidays with- 
out pay, varying from 10 to 20 days. A_ subsidiary 
company, which controls the refreshment rooms at Frank- 
fort-on-Main has been able to meet all its charges during 
the year. Sums owing to banks have been reduced from 
2,510,031 to 268,100 marks and there is an amount avail- 
able to set against that of 334,947 marks. Gross receipts 
from ordinary sources were 25,413,208 and from other 
sources 1,723,657 marks. Wages and_ salaries took 
9,669,539 and running expenses 13,953,702 marks. 
National insurance payments came to 658,146 marks and 
taxes to 430,789 marks. From March, 1933, compared 
with the previous year, an appreciable improvement in 
traffic has been noticeable, and the company will probably 
be able to present better figures when the present financial 
year closes. 
* * * * 


Antofagasta (Chili) & Bolivia Railway 

A general improvement in conditions during the year 
1933 was reflected in increased traffics in many of the 
commodities carried, and railway gross receipts improved 
by 14:77 per cent. Notwithstanding the greater volume 
of traffic working expenses were reduced 9-87 per cent., 
the operating ratio being 67-49 per cent., compared with 
85:95 per cent. for 1932. The decrease in expenses is 
mainly attributable to the economic measures put into 
force in the previous year and to further efforts to reduce 
expenditure. A further contributory cause was the fall 
in exchange in relation to expenditure in currency. Finan- 
cial results for the past two years are compared in the 
accompanying table : — 


1933 1932 
4 4 
Railway gross receipts 552,332 481,247 
Railway working expenses 372,780 413,622 


179,552 
626,905 


67,625 
485,898 


Railway net receipts 
Total income : - - 2 
Debenture interest, exchange differences, 


&e a os wa ae ss 278,212 241,145 
Renewals and exchange reserve 108,000 - 
Carried forward 240,693 244.753 


Passenger receipts improved, largely on account of the 
transport of troops in Bolivia. The quantity of nitrate 
despatched to the coast was 102,934 tons, compared with 
26,969 for 1932. There was also an increase of 24-12 per 
cent. in the up goods traffic on the Chilean section. 
During the year the Stores Superintendent and his book- 
keeping staff were moved to Antofagasta, where all mate- 
nals are retained other than those for the locomotive 
department, which are concentrated in Mejillones. 
* * * * 


Accidents on Electrified Sections in Germany 

Our contemporary, Der Eisenbahnfachmann, publishes 
an interesting table giving particulars of the accidents to 
railway staff and other persons on the electrified sections 
of the Reichsbahn last year. The length of electrified 
tailway was then about 1,890 km., and 32 persons met 
with fatal or other accidents. Excluding two suicides, 
there were 8 fatal cases, 4 cases of serious injury and 18 
of lesser gravity. Of the fatal cases, all but one were 
on the sections equipped with the high-tension single phase 
system, the exception being on the Berlin local lines, 
Where the 800-volt protected third rail is used. The 
majority of the accidents was due to thoughtlessness—in 
some instances to gross carelessness. For example, a 
workman employed by a private firm, disobeying express 
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instructions, ascended the overhead structure before the 
current had been cut off and came in contact with the 
15,000-volt circuit. Another workman, on the approach of 
a train, himself removed the earthing bar connecting the 
contact wire with the structure, and received a severe 
shock. Of the years 1927 to 1932, both inclusive, 1932 
showed the best all round record, with 1:5 accidents per 
100 kilometres of route, and 1927 was much the worst 
for fatal accidents, with 1:8 persons killed per 100 km. 
electrically operated. The Reichsbahn is doing its best 
to improve matters by a well-organised Safety First 
campaign. 
* * * * 


Roaring Rails 

In our issue of March 23 last we discussed editorially 
one reason advanced for the formation of corrugations in 
railheads, producing what are generally known as roaring 
tails. This discussion has led Mr. H. K. Koregaokar, 
B.Sc.. Assoc.M.Inst.C.E., of the Eastern Bengal Rail- 
way, to call our attention to an experiment intended to 
lay the ghost of another supposed cause, namely, brick 
ballast, commonly believed in countries where it is used 
to be conducive to roaring. Apparently, in a section of 
line containing intermittent roaring rails, the brick ballast 
was entirely removed throughout lengths of about 150 ‘yd. 
and replaced by (a) trap stone, (b) ash ballast and (c) 
sand. At the same time, the corrugated rails in those 
lengths were replaced by smooth ones. After a considerable 
period of time it was found that the roaring was worse than 
ever in these particular lengths and that the newly-formed 
corrugations were closer together than those over the brick 
ballast adjacent. Mr. Koregaokar also points out that it 
has been observed that when a smooth rail is placed be- 
tween two corrugated ones, it, too, soon becomes corru- 
gated, and to this fact he attributes the continually in- 
creasing roaring on the Dacca section of the E.B. Railway 
to which we previously alluded. There is no doubt that 
once roaring conditions are set up, the whole permanent 
way—rails, fittings, sleepers and ballast—all vibrate per- 
ceptibly and the vibrations could, therefore, hardly be 
expected to take place in one rail-length and not in the 
next, at any rate to some extent. 





* * * * 


Locomotive Lubrication 

Interest in the subject of lubrication has increased with 
the development of locomotive proportions and the more 
intensive service which the engines are called upon to 
perform. Grease lubrication is now receiving special 
attention, and in a paper read by Mr. H. P. Renwick 
before the fifth annual general meeting of the Indian and 
Eastern Centre of the Institution of Locomotive Engineers, 
the matter was fully discussed. Mr. Renwick said he 
regarded the lubrication of engine details by oil as 
unreliable in intensive service and after much experience 
had formed the opinion that the reliability of grease is con- 
siderably greater. A grease lubricated bearing will also 
stand up to greater abuse and show less wear than one 
lubricated by oil. The author demonstrated that grease 
lubrication has the advantage in running shed work of 
reducing the man-hours spent on big ends and side rods. 
Comparative tests with three grease lubricated engines 
over 10,000 miles had shown considerable economies in 
their favour. Perhaps the greatest advantage of all is 
that an engine with grease lubrication can be serviced 
at the running shed and sent out on a round trip of 1,000 
or more miles with full confidence that it will need no 
further attention to lubrication on the part of the driver 
than the refilling of the lubricator and the oiling of the 
axleboxes. 
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Mr. Gresley’s New Express Engine 


Oo» page 880 of our issue dated May 18 there appeared 
a brief illustrated reference to the new three-cylinder 
2-8-2 type locomotive No. 2001 recently completed at the 
Doncaster works of the L.N.E.R., and this is supple- 
mented by a fully illustrated descriptive article which 
will be found on pages 965-973 of the present one. Soon 
after the engine had been finished we were able to make 
a thorough inspection of it at Doncaster after studying 
the detailed drawings there. The result of such a study 
and inspection is to lead one to realise that in this new 
design Mr. Gresley has again broken away in certain 1m- 
portant respects from what may be termed standard 
practice, and has associated a number of features which, 
orthodox though they may be when regarded from an 
international point of view, are nevertheless in some degree 
experimental in so far as this country alone is concerned. 
The new locomotive has been built to provide the solution 
of a difficult problem; one that has given concern to the 
Operating Department of the railway for some time past, 
i.e., the handling of express trains weighing up to 550 tons 
on the very difficult section of line connecting Edinburgh 
with Aberdeen, the grading of which is severe. The 
maximum permissible Joad for a Pacific engine is 480 tons 
from Edinburgh to Aberdeen and 420 tons from Aberdeen 
to Edinburgh. It is frequently found necessary to resort 
to double heading with the heaviest trains, but in the 
case of the Pacific engines the practice is not allowed on 
this section. The point had, therefore, been reached 
whereat something of a decisive nature was called for 
involving the introduction of an entirely different class of 
locomotive. The new 2-8-2 engines, of which No. 2001 
is the precursor, are the result. 

Merely to say that the design incorporates all the 
features essential to the development of the necessary 
power output for the work to be performed represents 
nothing more than the truth superficially expressed. One 
turns instinctively to the tractive effort figure and notes 
with interest that at 85 per cent. of the boiler-pressure 
(220 lb. per sq. in.) it amounts to 43,462 lb. But tractive 
force is not everything and the next question is, what 
about the boiler? Here, as every competent observer is 
aware, reposes the secret of success or failure. The boiler 
fitted to this engine is similar to that of the Gresley 
Pacifics; its general outline is the same, and, with an 
improved form of superheater giving a high degree of 
superheat, a clever steam collecting device that ensures 
added dryness of the steam passing through the extra large 
regulator vaive and, indeed, practically rules out priming 
altogether, an enlarged grate area and well devised boiler 
feed arrangements, there is ensured a high standard of 
boiler performance. 

In so far as such figures provide an index to this, 
it may be noted that the boiler horsepower amounts to 
1,777. The grate area is 50 sq. ft., and of the total 
(engine) weight of 110 tons 5 cwt. in working order 
80) tons 12 cwt. are available for adhesion. Next, we 
commend the attention of our readers to the design of 
the cylinders and piping, supplemented as they are by 
excellent draught arrangements, incorporating a double 
blast pipe and chimney which can be relied upon to reduce 
back pressure in the cylinders to a minimum. Here 
Mr. Gresley has adopted a plan that has met with great 
success in France, originating with Monsieur Chapelon of 
the Paris Orleans Railway. The front end is very simply 
laid out and altogether admirable. A carefully designed 
system of poppet valves and gearing, in which steam and 
exhaust valves of unusually large diameter are used, is 
applied to the engine. The second locomotive of the series 
will have Walschaerts gear and piston valves, so that a 
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comparison can be made between the two systems of steam 
distribution under identical conditions of service. An 
incidental but significant modification is incorporated in 
the tender, by substituting welding for riveting, whereby 
an appreciable reduction of weight has been effected. ~ 

Competent critics will question, indeed they have 
already questioned, the necessity for the 2-8-2 wheel 
arrangement with wheels of so large a diameter as 
6 ft. 2in. Others will reply by asking, why such arrange- 
ments should not be adopted, and among such we venture 
to number ourselves. For the reasons given in the lead- 
ing article entitled ‘‘ 2-8-2 Express Engines ’’ in our last 
week’s issue there is much to be said in favour of omitting 
the four-wheeled bogie at the front end in the circum- 
stances governing the design, while as regards the 
diameter of the coupled wheels, those who think it 
excessive may be reminded that in addition to hauling the 
trains up the very steep gradients encountered on the 
route, the engines have to romp them down the other side 
in correspondingly good fashion. We have sat in the 
driver’s seat of the new engine. Only by so doing can 
one realise the ease with which the regulator handle and 
other controls can be reached and manipulated while 
seated. This, combined with the wonderfully clear out- 
look from the cab through the large front windows and 
other excellent footplate arrangements, worthily rounds off 
what is in all respects a noteworthy and very clever loco- 
motive design upon which Mr. Gresley is to be con- 
gratulated. On trial the engine has shown remarkable 
qualities of acceleration, free steaming and _ general 
liveliness. It, and the others of the same class, may be 
confidently expected to provide the solution to the problem 
with which the L.N.E.R. company has been faced in 
the past on the Edinburgh-Aberdeen route. 


* * * * 


Railway Rates Tribunal 


HE Railway Rates Tribunal was set up under the 
provisions of the Railways Act, 1921, and, in com- 
pliance with Section 22(3) of that Act, its twelfth annual 
report was recently presented ta the Minister of Transport 
and published. The tribunal remarks in its report that 
during the year its jurisdiction was enlarged by reason 
of certain provisions of the London Passenger Transport 
Act, 1933, and the Road and Rail Traffic Act, 1933, so 
that the report covers the extensive duties placed upon 
the tribunal by five separate Acts of Parliament. Fore- 
most among these is the Railways Act, 1921, under Section 
28 of which the tribunal has power to determine any 
questions that may be brought before it in regard to 
railway rates and fares for the conveyance of passengers, 
merchandise, minerals and livestock. In this connection 
fifteen applications were dealt with during the year, eleven 
of which sought approval of a number of exceptional rates, 
while four related to the general railway classification ol 
merchandise and the quantum of the reductions to be 
made from the standard charges in respect of certain 
traffics consigned at the owner’s risk. The most important 
duty carried out during 1933, however, was the annua! 
review of the standard charges and exceptional charges 
of the four amalgamated railway companies which took 
place in May. 
No applications were made to the tribunal under the 
Railway (Road Transport) Acts, 1928, but in connection 
with the annual review mentioned above, accounts were 
placed before it showing the financial results obtained 
from the operation of the businesses established unde! 
these Acts which are to be deemed to form ancillary of 
subsidiary businesses within the meaning of Section 59(6) 
of the Railways Act, 1921. Under the Local Government 
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Act, 1929, the tribunal is required to review the operation 
of the Railway Freight Rebates Scheme within two months 
after the end of each year, and as the fourth year of 
the operation of the scheme ended on September 30, 1933, 
a public sitting was held for this purpose in November. 
After hearing evidence from the railway companies and 
other interested organisations, the tribunal directed that 
as from December 1, 1933, certain alterations should be 
made in the quantum of the rebates previously allowable 
on selected traffics. Incidentally, it expresses satisfaction 
that since the scheme first came into operation very few 
disputes have fallen to be decided by it and, in fact, 
during 1933, it was required to determine only one dispute 
under the provisions of paragraph 16 of the Eleventh 
Schedule to the Act. 

Under the Road and Rail Traffic Act, 1933, the Tribunal 
was empowered to deal with all applications for the 
approval of agreed charges, and the Act also confers upon 
it the power, upon the application of any trader whose 
business will be, or has been, detrimentally affected by 
any agreed charge, to fix a charge in his favour. These 
provisions did not become operative until January 1, 
1934, and since that date the tribunal has dealt with a 
large number of such applications; in fact, this work has 
occupied the major portion of its public sittings this year. 
The fifth part of the duties of the tribunal relates to 
the various responsibilities connected with fares, services, 
&c., delegated to the tribunal under the London Passenger 
Transport Act, 1933, but its jurisdiction in this respect 
was not invoked during the year. 


* * * * 


Swiss Federal Railways 
THOUGH the traffic receipts of the Swiss Federal Rail- 


ways for the year 1933 showed a decrease of 
fr. 6,584,850 or 1:99 per cent. below those of 1932, this 
setback was very much less than the heavy falls during 
each of the crisis years 1930 to 1932. Prospects for the 
present year have improved, as the receipts for the first 
quarter are up to those of the corresponding period of 
1932, but the recently issued report of the administration 
for the year 1933 prefers to adopt a cautious attitude for 
the time being. An encouraging sign has been the slight 
improvement during 1933 of 52,000 tons or 2-6 per cent. 
in transit traffic, which had fallen to about one-half of 
what it had been in 1929. Internal goods traffic has also 
been stimulated by administrative action for its revival, 
and the total receipts from luggage, live stock, and mer- 
chandise were only 2°61 per cent. below those of 1932. 
In passenger numbers the decrease was 1-7 per cent. and 
in passenger receipts 1-13 per cent. 
In working expenses there was a substantial saving in 
spite of an increase of 250,000 in passenger train kilo- 


metres. To cope with the decrease in traffic during the 
years of crisis, measures of rationalisation have been 


adopted, with the effect of substantially reducing the 
number of staff and the amount of their remuneration, 
although there was no cut in scales of pay during 1933. 
The number of staff is now 30,940, against 40,498 in 1920. 
In the early part of 1933 the railway administration pro- 
posed a cut in salaries to take effect as from the second 
half of the year, which was estimated to produce an 
annual saving of fr. 13,000,000, but on a referendum to 
the whole nation on May 28, 1933, this ‘proposal was 
Tejected. On October 13, however the federal assembly 
adopted a financial programme which included a general 
reduction of salaries, on a different basis. On the railways 
this means an annual saving of fr. 8,000,000 to be effective 
during 1934 and 1935. Staff expenses represented in 1933 
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about 77 per cent. of the total working expenses. In the 
cost of fuel and electrical energy (fr. 24,778,080) there was 
a saving of fr. 1,848,933. The accompanying table com- 
pares financial results in 1933 and 1932, the present rate 
of exchange being 15-65 francs to the £. 
1933 1932 

Passenger numbers .. 114-8 millions 116-9 millions 
Goods tonnage ae 7 -- 148 7 15-3 

Fr. Fr 
135,213,516 136,755,361 
188,956,506 193,999,510 
336,615,946 342,953,326 
Working expenses (net) 259,924,815 273,301,767 
Net receipts : ne 76,691,131 69,651,559 

In the final result the deficit for the year 1933 is 
fr. 48,818,605, comparing with a deficit of fr. 49,823,204 
for 1932. The work of doubling sections of single line 
has been continued, 14,688 metres of such work having 
been completed during the year, and further doubling is 
proceeding. During the year the tunnels between St. 
Ursanne and Courgenay have been improved and re-lined 
in view of the electrification of that section, and the first 
stage of the new marshalling yard at Muttenzerfeld near 
Basle has been completed. 


Passenger receipts ne 
Goods and postal traffic receipts 
Gross receipts 


Among the works in progress 
are the reconstruction and enlargement of the stations of 
Geneva, Neuchatel, Waedenswill, and Brougg, and station 
alterations at Zurich. In view of the electrification of the 
sections Bienne-La Chaux de Fonds and Langnau-Lucerne 
the tunnels on those sections are being re-lined and 
improved. Some 39 level crossings were abolished during 
the year. In December last the administration decided on 
the introduction of the Signum inductive system of auto- 
matic train control, and sanctioned a credit of fr. 3,000,000 
for this purpose, to be spread over three or four years. 


* * * © 


A Town Travels Free 

HE early days of railways provided many instances 
of individuals or corporate bodies, such as town 
councils or business companies, securing the inclusion in 
Parliamentary Acts of clauses which gave them special 
advantages with the coming of the railway. There were 
cases of landowners obtaining the power to stop certain 
trains at will, to suit their convenience, of towns being 
able to compel all trains to stop, and even of refreshment 
room proprietors having the same, for them, very con- 
venient control over the traffic. A curious instance of a 
town enjoying special railway facilities for a space of 
ninety years, and one which must surely be unique, is to 
be found in the case of Lauenburg in Germany, a place 
of 5,000 inhabitants, situated on the Elbe in what is now 
the Prussian province of Schleswig-Holstein, but which 
was in 1844, when the facilities were obtained, the Duchy 
of Lauenburg, united to the Crown of Denmark. The 
facts of the case have been set forth by Dr. Wachtel in 
the Journal of the Central European Railway Association 
and we think it of interest to reproduce the principal points 
among them. At the present time any inhabitant of 
Lauenburg, recognised as such by the railway authorities 
and furnished with the necessary proof, can travel free, or 
send his goods free, over the 12°3 km. section of the 
Reichsbahn between Lauenburg and Biichen, where it 
joins the main line from Berlin to Hamburg. (See map on 
page 964.) The origin of this peculiar privilege is as 
follows. When the Berlin and Hamburg Railway Com- 
pany proposed to build its line the promoters had, of 
course, to obtain the consent of the Duchy of Lauenburg 
to pass through that territory, which really meant obtain- 
ing permission from the then King of Denmark, 
Christian VIII. Unlike some towns in those days which 
insisted on keeping the railway at a respectful distance, 
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Lauenburg was anxious that the line should run through 
it, a plan which would have taken the route along the 
banks of the Elbe. The company tavoured the making 
of a less costly line passing some distance to the north of 
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it. so that from 1883 this further advantage has been 
secured to them. Other actions have also been brought 
in this matter. The company maintained, for example, 
that free travel should be accorded only to persons actually 





the town, and the matter was referred to the Danish 
The King declared that there was 
no obligation on the company to run through Lauenburg 
provided they afforded some equivalent facilities for the 
town, and it was subsequently decreed that a branch line 
should be built from the main line, over which the Lauen- 
burgers should be entitled to travel for nothing to reach 
the former, unless the company obtained release from this 
obligation by making some monetary compensation accept- 
Terms were, in fact, offered with this 
object but were declined by Lauenburg, and after the death 
of Christian VIII, the new King, Frederic VII, confirmed 
the attitude adopted by his predecessor, thus clearly estab- 


Crown for decision. 


able to the town. 


lishing the town’s privileged position. 


The main line was opened in 1846, but the branch to 
Lauenburg was not opened throughout until 1853, for 
which delay the company had to pay a considerable fine. 
The Lauenburgers then became entitled to travel on it free 
if they took out a ticket to a station on the main line, or, 
in the other direction, took one to Biichen, the junction 
point, such tickets being available to Lauenburg. Notwith- 
standing the territorial changes following the wars of 1848 
and 1864, the settlement of the Schleswig-Holstein question 
and the founding of the German Empire in 1871, these mere letter of the 
The people of Lauenburg 
were not satisfied with free passenger travel only, however, 
and in 1881 they brought an action to compel the railway 
to carry their goods free over this section and finally won 


rights remained undisturbed. 


than ever. 


intending to go to places on the main line, and it sued 
a passenger who took a ticket to Miissen, on that line, 
and then journeyed on to Liibeck over the Liibeck-Biichen 
Company’s route, but it lost the day. 
against a mayor 


It also proceeded 


of Lauenburg who took a similar 
ticket and, it would seem, left the railway altogether at 
Biichen, but it was again unsuccessful. 
merely served to establish the town’s position more firmly 


These cases 


In 1932 Lauenburg came forward with yet another claim, 
namely, that the taking of a platform ticket at Lauenburg 
should entitle the holder to travel to and use the platform 
at Biichen, as if he had taken such a ticket there! In 


addition it was contended that for every train on the main 


the branch. 
announced. 


demands. 


line stopping at Biichen a connecting one must be run on 
No decision on these claims has as yet been 
Curiously enough, in 1853 the town com 
plained to the King of Denmark that there were only two 
trains daily on the branch to four on the main line, and 
that the rolling stock was also inferior. It asked for 
equality in these respects. A reply was received to the effect 
that the good Lauenburgers were being well looked after 
in a fatherly manner and must not try to stand on the 


law and put forward unreasonable 


As long as they could get to and from Ham- 
burg and Liibeck daily they ought to be satisfied. Perhaps 
some learned authority will now, on behalf of the Reichs- 
bahn, endeavour to make a similar argument prevail! 








PUBLICATIONS RECEIVED 


Proceedings of the Institution of 
Railway Signal Engineers. Part 
II. Session 1933-34. M. G. Tweedie, 
Honorary Secretary, G.W.R. Signal 
Works, 80, Caversham Road, Reading, 
Berks. Price to Non-Members 7s. 6d. 

This volume contains the report 
of the discussion on wrong-side failures 
of track circuit, caused by sand, rust, 
grease, Xc., initiated, at the request of 
the Council, by Major R. Falshaw Morkill 
on November 8, and the paper, with its 
discussion, by Mr. H. H. Dyer, on the 
financial side of signalling economies, 
read on January 17. There is also 
included the prize-winning student's 
essay by Mr. J. S. Davis on the com- 
ponent parts of a mechanical signalling 
plant and their functions. An inter- 
esting feature of the present Proceedings 
is that it contains a photograph of 
those members of the Council—22 out 
of a possible 32—who were present at 
the last meeting of the 1933-34 session. 


American Railway Signalling 
Principles and Practices. —The Sig- 
nal Section of the American Railway 
Association, New York City, 30, Vesey 
Street. 15 cents to railway servants ; 
25 cents to the public—We have 
had occasion from time to time to 
congratulate the Signal Section of the 
American Railway Association on the 
remarkably useful pamphlets entitled 
as above, which are being compiled 
by a committee and, after approval by 
a general meeting. of the Signal Section, 


are issued as each subject is complete’ 
There will be about 24 pamphlets in 
all, of which 10 have been published for 
some little time. Now we have 
received Chapter III, Principles and 
Economic Phase of Signalling, and 
Chapter XIX, Electric Interlocking. 
As typical of what these pamphlets 
contain, it may be observed that the 
last-named have 70 pages of printed 
matter, wherein are also 53 illustrations 
consisting of the reproduction of I4 
photographs, 27 drawings, and 12 
diagrams. 


A Wheel Lathe Record.—Under 
this title Craven Brothers (Manchester) 
Limited publishes a new folder. sum- 
marising the firm’s achievements since 
its foundation in 1858 and giving the 
specifications of two machines for 
turning locomotive and tender and 
carriage and wagon wheels. Prominence 
is given to the fact that 800 wheel 
lathes have now been supplied to all 
parts of the world, 250 of them having 
been ordered since 1918. The shops of 
78 railways in 43 countries are now 
equipped with Craven wheel turning 
machinery. By permission of the rail- 
way companies concerned, some strik- 
ing particulars are reproduced of output 
tests conducted with carriage and wagon 
wheel lathes at the L.M.S.R. works at 
Newton Heath and at the G.W.R. 
works at Swindon. Both the lathes 
selected for illustration and description 
in the folder are of very massive con- 


struction and suitable for the heaviest 
duties. Robust, totally enclosed head- 
stocks with electric, pneumatic or hand- 
operated locking clamps are a feature 
of each machine. The quick power 
traverse to the headstocks is by electric 
motor. The main driving motor is 
built into the lathe, and transmission 
is through gearboxes providing an 
adequate range of speeds for all purposes 
Pneumatic gear-change can be incor- 
porated in the larger locomotive and 
tender wheel machine. 


Jointing Materials. 
pounds, pastes, tapes, and other mate- 
rials, and cable sockets, connectors, 
and carrying gear are described in a 
new illustrated catalogue published by 
British Insulated Cables Limited, Pres- 
cot, Lancs. Thermometers for testing 
the temperature of solid setting com- 
pounds, sets of tools, and insulating 
rubber gloves tested up to 10,000 
volts are also listed 


Jointing com- 


Aluminium in Industry.—This }s 
an illustrated eight-page brochure pub- 
lished by the British Aluminium Co. 
Ltd. Photographs emphasising the 
many applications of the metal, which 
range from engineering to architecture, 
are the principal feature, but there is a 
wealth of interesting matter in the 
descriptive captions. \luminium on 
the railway is shown in illustrations of 
the Hardy streamlined railcar of the 
G.W.R., the body of which is panelled 
in aluminium sheet, and of a batch 
of road-rail containers. 
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LETTERS TO 


THE RAILWAY GAZETTE 


THE EDITOR 


The Editor does not hold himself responsible for opinions expressed by correspondents 


Recovering Lost Time 
20, Graham Park Road, 
Newcastle-on-Tyne. 
May 21 
To THE Eprror oF THE RalLway GAZETTE 

Sir,---Lord Monkswell has, I am afraid, rather misunder- 
stood my letter of April 30, published in your issue of May 1 a 
No one values punctuality more than I do, and |] therefore 
place great importance upon regaining lost time. I contend, 
nevertheless, that the way to get the men to make up this 
lost time is by encouragement rather than threats. Exactly 
what is meant by the G.W.R. men being told ‘‘ that if they 
did not make up lost time they would have to make way for 
those who would ’’ I cannot say, and I fail to see how such a 
threat could be carried out. 

I suggest that a little encouragement on the part of the 
companies, which seems to be noticeably lacking, would have 
all the desired effect. Furthermore, the companies would 
be able to take more drastic action in any known cases of 
non-observance of restrictions than they would be able to 
had the men been running under threats. What form such 
encouragement should take is difficult to say, but regularly 
posting up in each shed the punctuality figures for the trains 
worked by that shed, as well as the equivalent figures for 
other sheds, might perhaps have a good effect. A few 
challenge cups for competition between groups of sheds might 
give added interest! 

Yours faithfully, 
J. R. HAWKES 

(It may be taken that no threats are made for failure to 
make up lost time, but that what Lord Monkswell quoted 
was the driver’s colloquial way of expressing that enterprise 
was encouraged. In our experience the drivers who make 
up lost time are nearly always those who most carefully 
observe speed restrictions.—Epb. R.G. 


More Economical Locomotive Working 
Kenya & Uganda Railways Administration 
Nairobi. 
May 11 
To THE Epiror oF THE RaILWway GAZETTE _ 

Sir,—A correspondent in the issue of THE Ratway 
GazettE of April 13, writes on the subject of ‘‘ More 
Economical Locomotive Working.’’ This is a subject which 
is bound to attract the attention of all operating officers, 
and few will be found who will quarrel with the proposal that 
the time-table department and the locomotive diagramming 
staff should be combined under a well trained and experienced 
head. 

In some Colonial railways this has already been accom- 
plished, and in others the very closest liaison exists between 
the two staffs, but does the proposal go far enough? Should 
not the whole of the running side of locomotive work be 
incorporated with the operating side, as is done in several 
countries ? The main point, however, is the question of the 
provision of services. Does not the writer place the cart 
before the horse, metaphorically speaking? The function of a 
tailway is to sell transport, and to sell it to the public in the 
form that the public wants it, not to sell it in the form that 
the railway operating officers find most convenient. 

It is a fact that time-tables, like Topsy, have just growed, 
but unlike Topsy, it will be found generally that the time- 
table has ‘‘ growed’’ in response to public requests and 
demands. Only those who have had experience in building 
time-tables can have any idea of the inconvenience and upset 
which can be caused to the public by time-table alterations 
of only a few minutes. To uproot and alter the whole of 
the British time-table would, I imagine, cause a public outcry. 
On the other hand, to attempt to ascertain the actual require- 
ments of the users in various areas would result in all sorts 


of conflicting demands. So that unless there is any specific 
demand from the users, and such demands do not 
result in inconvenience to other users, or alternatively, 
unless improvements can be introduced without in- 
convenience to users, it would appear that the present 
services generally meet the wishes of the users. If not, I 
think reliance can be placed upon the new organisation set 
up by most railways for ascertaining the wishes of the public. 
It might be interesting to hear the views of Mr. Ashton 
Davies on a proposal to recast a large part of the time-tables 
to suit locomotive working. On the other hand, where altera- 
tions can be made without inconvenience to the public, or 
without reducing the sale of transport, then the greatest care 
and attention should be paid to locomotive requirements. To 
quote an analogy, there is little doubt that considerable 
savings in cost could be made were it possible to avoid the 
very heavy demands on the delivery service in most cities 
in the early morning, and the equally heavy demands on 
the collection service in the evening, regulating the flow 
evenly throughout the day, but to do so would be failing 
to meet the public demand. 

Long and continuous engine runs are certainly most 
desirable, but the failure to utilise this form of economy is 
not the fault of the time-table section. The difficulty is a 
technical difficulty, and is bound up with the policy followed 
by the mechanical engineer. In some quarters the method 
of controlled pooling of locomotives or some similar system 
of allotting more than one crew to an engine is still 
strenuously opposed, and yet without some such method, long 
and continuous engine runs are impossible. 

In connection with the third principle put forward by the 
writer of the article, it is agreed that generally speaking a 
train engine is a bad shunting engine; on the other hand, to 
provide small shunting units at small wayside stations would 
be more expensive than the occasional use of a train engine. 
Wavside shunting with train engines should, however, be 
avoided, as far as possible, by utilising other mechanical 
means or pick up trains or, as is suggested, combining two or 
three adjacent yards together, but the meeting of the public 
demand _ for prompt placing of wagons as soon as possible 
after arrival must not be overlooked in the desire for low 
locomotive costs. 

Yours faithfully, 
R. E. ROBINS 
Assistant Superintendent of the Line 


A Suggestion for Simplified Train Services 
London. 
May 25 
To THE Epitor oF THE RaAILWay GAZETTE 

Sir,—You published a letter from me under the above 
heading on March 16 and Mr. C. R. Clinker replied to it in 
your issue of May 4. He succeeded in giving a totally false 
impression of my scheme on almost every point. 

However, for the present he should try and get clear as to 
this much: that by virtue of my hour section principle, 
Burton-on-Trent, Birmingham, Worcester, Gloucester, and 
Swindon can each be placed within three hours by rail of 
Hunstanton, Norwich, Ipswich, Colchester, and Southend via 
Woodford and Cambridge with all running economically 
justifiable and a maximum speed of 90 m.p.h. not exceeded. 
Therefore in my letter of March 16 I proved absolutely that 
the scheme of cross country journey timings between East 
Anglia and the Severn could be halved for a matter of con- 
structing 45 miles of new line amounting to some 9 per cent. 
of the existing line which would be utilised. Is this 
excessive? Can Mr. Clinker get so radical an improvement 
as easily? 

Yours, etc., 
J. F. POWNALL 
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THE SCRAP HEAP 


One way of keeping a _ railway 
carriage to oneself was explained by 
the Bishop of Woolwich in a recent 
sermon at a special undergraduates’ 
service at University Church, Oxford. 
‘* Wear a clerical collar,’’ he said, “‘ a 
very high one, and carry an unlighted 
cigar. If a man comes along and 
wants to get into the carriage show 
him your collar; if a woman comes 
along let her have a look at the cigar. 
I guarantee you will have the carriage 
to yourself, however far you are 
travelling.’’ 

* * * 
UNDERGROUND TO CHESHAM 

Two Londoners who, after studying 
the poster ‘‘ Underground to Chesham,”’ 
decided to make the trip, afterwards 
remarked upon the wonderful scenic 
beauties existing below the surface, 
especially as between Rickmansworth 
and Chesham. A sceptical friend to 
whom they related their story compro- 
mised matters by saying that it could 
have been nothing more than a clever 
reproduction of the actual thing, as 
found in that locality above ground. 

* * * 
THE UNSPEAKABLE SCOT 

A writer in The Passing Show relates 
an unusual and alarming experience 
that befel him shortly before the war 
when driving a light engine on, appar- 
ently, the late Midland Railway. The 
narrative is headed ‘‘ This really hap- 
pened.”’ 

He was running at night from near 
Birmingham to Cheltenham and had 
just restarted after a signal stop when 
he saw the reflection of two white lights 
in the weather glass. As the writer 
logically remarks in his own account :— 

It did not originate from any 
object ahead. Clearly, then, it must 
come from some object in our rear, 
which was keeping pace with our 
engine. I looked back over the 
bunkers and to my horror I saw two 
bright lights. One, on top, was white, 
and the other, to the left side below, 
also white! They were the code signs 
of an express passenger engine ! 

In a flash it was borne in upon him 
that his pursuer was none other than 
the ‘‘ Night Scotchman.’’ He _ con- 
tinues :— 

Her driver was totally unaware 
that our light engine was travelling just 
ahead of him on his line. Indeed, it 
was the last thing he would expect, and 
it was evident to me that the signal- 
man at A -, the junction mentioned, 
had forgotten we were in the same 
section, and close to his box, when he 
accepted the oncoming Scotchman, and 
offered her a clear road. 

Instantly, I opened the regulator 
wider, till it was in the top notch. My 
fireman frantically shovelled coal into 
the mouth of the roaring fire-box, for 
we had to raise all the steam we could 
in a short time. - It was a thrilling 





race between the needle moving on the 
dial in our engine cab, and the buffer 
and boiler lights astern, and our lives 
were the stakes! ... Five minutes 
had passed—they seemed an_hour- 
and our engine was now doing more 
than sixty miles an hour. 

Right ahead, racing towards us, came 
a green light on the distant signal on 
a post by a bridge in front of the 
station of Cleeve. The Scotchman 
seemed to be gaining on us. Could I 
warn the signalman in the box ahead, 
in time to save ourselves? 

I opened the whistle and kept a 
piercing scream going while we roared 
through the quiet country station sunk 
in sleep and darkness. 

Happily, the plan succeeded, for as 
they passed the box a face peered out 
of the window, ‘‘ amazement and horror 
written large upon it.’’ But the signal- 
man kept his head and, as the writer 
later learned :—‘‘ Quickly realised the 
situation and set the signal against the 
oncoming Scotsman. An_ impatient 
whistle came faintly from our rear, but 
wt were tearing along the line as 
though hundreds of devils were behind 
our tender. 

I heard, later, that a profane fireman 
stepped down from the footplate of the 
Scotchman and went across to the 
signal-box, breathing objurgations. He 
was quite oblivious of what had hap- 
pened. 

Owing to the curving nature of the 
track on which we had raced, he had 
not observed our red tail-lamp. 

What he and the driver said when 
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they were told they had been chasing 
a light engine all the way from A— 
may be left to the imagination, l 
know that we thankfully watched her 
roar past us, half an hour later, when 
our engine stood safely in a siding at 
Cheltenham.”’ 
(The italics are ours.) 
* ~ « 


One has breakfast and lunch in a 
Russian dining-car attached to the 
train. There is a large printed notice 
stating ‘“‘ Tips degrade the receiver,”’ 
but every user of the dining-car 
appears to degrade the waiters, who 
receive tips and seem to be grateful 
for them. Breakfast consists of the in- 
evitable chi and of bread, which is of 
very good quality, and butter, which 
looks better than it tastes. This simple 
meal costs about half-a-crown. Lunch 
consists of soup, meat, vegetables, and 
cheese, and costs about six shillings. 
It is neither good nor bad, but just 
mediocre and rather expensive.—From 
‘‘ Mirrors of Moscow,’’ by H. J. 
Greenwall. 

+. * * 

One of the most cherished posses- 
sions of a railway guard in the employ 
of the Canadian National Railways is 
a cheque for fivepence covering his 
first month’s wages. He is Mr. E. 
English, of Winnipeg, who joined in 
1913. Under the terms of his engage- 
ment, his uniform was supplied by the 
company, but the cost had to be 
deducted from his first month's pay. 
When this had been allowed for only 
fivepence was left. The cheque, num- 
bered 12,640, is signed by the Assistant 
Payinaster and the Treasurer and 
endorsed ‘‘ in full for services rendered 
during the month of January.”’ 
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This dog is obviously happy in the special compartment provided by the German 
State Railway for him and his colleagues 
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OVERSEAS RAILWAY 


THE RAILWAY GAZETTE 


AFFAIRS 


(From our special correspondents) 


Railway technical instruction in Brazil — New large 

Russian locomotive works and increasing orders for 

British plant—Narrow gauge amalgamation in Spain— 
German steam railcar—Fast trial run in Egypt 


BRAZIL 


Professional Instruction of 
Railwaymen 

At one of the recent meetings of the 
Sio Paulo Rates Tribunal, the Presi- 
dent called the attention of the railway 
representatives to the initiative shown 
by the Education and Public Health 
Department, and also by the Govern- 
ment of the State of Sado Paulo, in the 
development of professional instruction 
amongst railwaymen. In the course of 
a subsequent speech, Dr. Roberto 
Mange explained the objectives of this 
move on the part of the authorities, and 
showed how the Government could con- 
tribute still further to the campaign. 
He also alluded to the practical results 
already attained by the Sorocobana 
Railway in this direction. The repre- 
sentatives of the railways declared 
themselves in favour of the movement, 
a resolution being made to the effect 
that Dr. Roberto Mange should seek 
the views of all the railway concerns 
interested, and afterwards submit for 
the approval of Government, a practical 
modus operandi based on the resultant 
agreement. 


U.S.S.R. 


An ** Aero Train ’”’ 


An experimental unit described as an 
“aero train,’ which, it is hoped, 
will contribute materially towards the 
problem of providing fast and cheap 
communication in parts of Russia 
where the nature of the country makes 
the construction of orthodox railways 
very difficult, has recently undergone 
trials in Moscow. The principle in 
volved is not dissimilar to that of the 
Bennie “ rail-plane,’’ which was tested 
m 1930 over a special track erected 
alongside the L.N.E.R. between Miln- 
gavie and Hillfoot, near Glasgow. 
Both systems adopt an overhead track 
from which the passenger cars are sus- 
pended, and use air-screw propulsion, 
but the Russian ‘‘ aero train ’’ has its 
cars arranged in pairs, one on each side 
of the single rail, with runners between 
the concrete supporting structure and 
the vehicles to maintain equilibrium. 
The propellers of the experimental train 
are driven by two diesel engines, total- 
ling 1,060 h.p. It is intended that in 
the standard model the seating capacity 
shall be increased from 40 to 300 pas- 
Sengers in a two-car unit. Proposals 


for three railways of this type in 
difficult areas are being investigated. 
The most ambitious scheme is for a 
line 31 miles in length from the sulphur 
mines at Karadag to the main railway 
route. The other plans involve some 
183 miles from Neftedag to the workers’ 
settlement, which will probably be the 
first to be undertaken, and a line across 
the Amu-Darya river from Kirky. 


Locomotive Building Plans 

The Lugansk (Ukraine) locomotive 
works, which began production on 
January 1 of this year, are due to be 
working at full capacity early in 1935 
They should then turn out 1,000 large 
FD locomotives, 2,000 stokers, and 
1,000 tenders per annum. A new loco- 
motive-building plant with a yearly 
output of 400 engines, 400 tenders, and 
10,000 tons of spare parts is to be built 
at Novocherkassk, Northern Caucasus. 
Plans have also been completed for 
works at Omsk to produce 2-10-2 and 
2-10-4 locomotives, diesel locomotives, 
and large quantities of spare parts 
annually. The erection of further 
large scale plant at Stalinsk, Western 
Siberia, is under consideration. 


Orders in Great Britain 

Orders for materials and machinery 
placed in Great Britain during April 
amounted to £1,223,018, as compared 
with £161,834 in April, 1933, represent 
ing a more than sevenfold increase. 
Aggregate orders for the first four 
months of the year showed an increase 
of 140 per cent. on 1933. 


INDIA 


The sixth annual meeting of the 
Indian Roads and Transport Develop- 
ment Association was recently held in 
Bombay, with Mr. Eric Miller in the 
chair. The Chairman reiterated the 
association’s view that the first essen- 
tial step towards the co-ordination of 
transport was to persuade the Govern- 
ment of India to re-arrange the port- 
folios of the Executive Council and to 
create a separate portfolio which would 
have exclusive charge over all forms 
of communications. Mr. Miller referred 
to Sir George Schuster’s offer at the 
road-rail conference last year to make 
special loans to Provincial Govern- 
ments for road development. Provin- 
cial revenues were obviously inadequate 
to finance road development on a scale 
commensurate with the vastness of the 
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country. The Finance Member's offer, 
therefore, was one which no Provincial 
Government should neglect, particu- 
larly in view of the low rate of interest 
now prevailing. 

A new resolution drawn up in con- 
nection with the renewal of the Central 
Road Fund, which expired a few weeks 
ago, on the completion of five years, 
provides for additional powers for the 
administration of the fund. An impor- 
tant change has been made in the uses 
to which the petrol tax fund may be 
applied. Provincial Governments will 
be relieved of the burden of interest 
charges on loans raised for road devel- 
opment, as such charges may now be 
drawn from the petrol tax fund. 
Before the last session of the Legis- 
lative Assembly terminated, Sir Frank 
Noyce, Member for Industries and 
Labour, informed the House that the 
inauguration of the Road Development 
Account five years ago had enabled Rs. 
5 crores more to be expended on road 
development than would otherwise have 
been possible. About a crore of rupees 
remained unspent on account of the 
reluctance of Local Governments to 
add to their liabilities for maintenance 
during the financial depression. The 
sponsors of road development are 
desirous of co-operating with the rail- 
ways in linking up rural areas with 
existing road and rail communications. 


Railway Survey 
The Railway Board has sanctioned 
traffic and engineering reconnaissance 
surveys by the Jodhpur’ Railway 
administration for a metre gauge line 
of railway from Jhudo to Khadro, via 
Pithoro, a distance of about 129 miles. 


Industrial and Residential Sites 
along Railways 

In order to encourage industrial or 
residential development on land adjac- 
ent to the railway, the Eastern Bengal 
Railway administration has opened a 
register showing where and what land 
is available for the purpose. Land- 
owners wishing to take advantage of 
having their surplus land included in 
the register for these purposes are in- 
vited to furnish as much information as 
possible in respect of such lands. The 
railway administration is also prepared 
to answer inquiries from firms and 
public bodies interested in land for 
industrial or residential development. 


Indian and Foreign Railways 
Compared 

In his budget speech, the Chief Com- 
missioner of Railways gave an interest- 
ing comparison of operating ratios on 
Indian and foreign railways. For the 
year 1932, the operating ratio on the 
amalgamated British railways was 85-5 
per cent., for the Canadian Pacific 
Railway 84 per cent., for the Canadian 
National Railways 96 per cent., for the 
U.S.A. railways 77 per cent., and for 
the German State Railway 102 per 
cent. It is not clear whether these 
figures are reckoned on merely ordinary 
working expenses’ or include allowance 
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Whichever is the 
case, the operating ratio on Indian 
railways admits of favourable com- 
parison. For the year 1932-33, the 
operating ratio on Indian railways was 
57:3 per cent., reckoned on ordinary 
working expenses. If full appropria 
tion to the depreciation fund is in- 
cluded, the figure is raised to 73-4 per 
cent. 


for depreciation. 


SPAIN 


A Head-on Light Railway Collision 

A disastrous collision occurred on the 
line of the Catalan Railway Company, 
near Barcelona, on May 21, by which 
no fewer than 13 persons lost their lives 
and 35 were injured. It is not known 
at present exactly how the accident 
occurred, but according to the versions 
given in the press, the driver of one 
of the trains must have left San 
Baudilio without having received the 
line clear, meeting in a_ head-on 
collision at Puente de Torres, the down 
train from Barcelona. The railway in 
question is a narrow gauge line, single 
track, with an _ intensive suburban 
traffic between Barcelona and_ the 
towns in the Llobregat district. The 
trains were unusually crowded on 
account of the feast of Pentecostes, and 
this accounts for the large number of 
casualties. 


Regrouping of Railways in Vizcaya 

Negotiations are in progress, under 
the auspices of the Director General of 
Railways, in the Ministry of Public 
Works, with the object of forming a 
consortium for the working of the small 
narrow gauge railways in the Vizcaya 
provinces in the north of Spain. It is 
expected that the regrouping which is 
proposed will include the  Bilbao- 
Santander, Vascongados, Astilleros 
Ontaneda, Vasconavarra and the small 
railways and tramways between San 
Sebastian and the frontier. It is 
proposed also to include, under some 
system of co-ordination, the organised 
road transport in this _ district. 
This consortium, if it can be carried 
into effect, will solve the problem, which 
has recently become acute, of several of 
the small railways in that district 
whose existence has become imperilled 
by the decrease in traffic and continu- 
ally increased cost of working. There 
are so many of these small companies 
that it is expected that the gain from 
centralising the administration and pool- 
ing of resources, will be considerable, 
and more than sufficient to convert the 
present unprofitable working of most of 
the lines into a prosperous concern. 
The question of the intervention of the 
State in the proposed consortium arose 
in a debate the other day in, Congress 
when the Minister of Public Works, 
in answer to a question, explained the 
position of the Amoriebieta-Guernica- 
Pedernales line, which had to be taken 
over two years ago by the State, as the 
concessionary company was unable to 
continue working its line. The Minister 
explained that at present the difficulty 
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is that the companies which have taken 
the principal part in organising the 
proposed consortium, are not prepared 
to continue to employ the staff of the 
old Amoriebieta Company, and on the 
other hand, it will not be easy to trans- 
fer this redundant staff to the other 
State Railways. 


Andaluces Company 

A Commission is shortly to be 
appointed by the Spanish Government 
to intervene in the economic and 
financial working of the Andaluces 
Company. The Commission is_ to 
report within a period of three months, 
making its recommendations of the 
measures it considers necessary to be 
taken to solve the present financial 
difficulties of the company. 


GERMANY 


Hambur¢-Liibeck-Travemiinde 
Steam Railcar Service 

railcar service of the 
Liibeck-Biichener Railway was __in- 
augurated on May 15, 1934, thus 
establishing a considerably accelerated 
connection between Hamburg, Liibeck, 
and the watering places of Litbeck Bay. 
Built by the firm of Henschel & Sohn, 
with a Doble high-pressure steam 
generator and high-speed steam engine, 
the two-coach vehicle is about 164 ft. 
in length and weighs 90 metric tons 
(88$ tons). It has seating accommoda- 
tion for 133 persons and is built for a 
maximum speed of 110 km. (68-4 miles) 
an hour. The non-stop schedule time 
for the Liibeck-Hamburg run _ of 
39 miles is 49 min. Brown-coal tar oil 
is used as_ fuel. Two 120-atm. 
(1,704 lb. per sq. in.) boilers are pro- 
vided, each with a heating surface of 
19 sq. metres (204-4 sq. ft.) and a 
capacity of 30 litres (1-05 cu. ft.). 
Each boiler generates steam for a two- 
cylinder, compound steam engine run- 
ning at 1,700 r.p.m. for a train speed 
of 110 km. (68-4 miles) an hour. The 
total engine power is 300 h.p. Exhaust 
steam is used to drive certain auxili- 
aries, including the furnace blower and 
the condenser cooling turbine in the 
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roof, and is then condensed 
turned to the boiler. The steam tem- 
perature and pressure are controlled 
automatically; and driving can be 
effected from the trailer by means of 
electrical remote control. (See illustra- 
tion on page 974.) 

The Liibeck-Biichener Railway, 
which is the largest and most im- 
portant privately-owned line in Ger- 
many, was formed in 1850 and opened 
between the points named in its title 
in 1851. It soon became evident that 
the traffic to Hamburg (via Biichen) 
was by far the most important, and the 
company therefore opened a direct 
Liibeck-Hamburg line in 1864. The 
fravemiinde branch, which completes 
the system as it now 
opened in 1882. 


EGYPT 
High-Speed Test Run 

The distance between Cairo and Sidi- 
Gabir (Alexandria) is 203 km., (126 
miles), and the fastest trains take 
2? hr. 30 min., with an _ intermediate 
stop of two min. at Tanta. It has long 
been the desire of H.E. Shaker Bey, 
the General Manager of the Egyptian 
State Railways, to accelerate this 
service to cover the distance in 2 hr. 
On Saturday, May 12, a special train 
was run from Cairo to Sidi-Gabir com- 
posed of five coaches weighing 202 tons 
exclusive of engine, and drawn by 
standard Atlantic express engine No. 56 
King Fuad I. The weight of the 
engine is 133 tons. The train was 
scheduled to cover the distance in 
2 hr., observing reductions of speed 
to 90 km.p.h. over Kafr El-Zaiyat 
bridge and 100 km.p.h. between 
Tewfikieh and Saft El-Melouk (20-2km.). 
(See illustration on page 982.) 

The train left Cairo, with Mr. Kilby, 
Divisional Locomotive Superintendent, 
Cairo, on the footplate, at 10.50 a.m. 
and passed Benha 2 min. early. Unfor- 
tunately the train collided with a 
donkey at km. 64 between Tambesha 
and Birket El-Sab’ and had to be 
brought to a stand, as a result of which 
about 10 min. were lost. Time, how- 
ever, was made up by the engine, and 


and re- 


stands, was 


in spite of p.w. and service slacks at 
Benha to 45 km.p.h., at Tanta to 
30 km.p.h., and at Damanhour to 
80 km.p.h., Sidi-Gabir was reached at 
12.491. the distance having been 
covered in 119-5 min. The maximum 
speed attained during the run was 
125 km.p.h. (77-7 m.p.h.) between Kafr 
El-Dawar and El-Beda, and the average 
start to stop was 101-9 km. (63-2 m.) 
p-h. Including lighting up, _ the 
engine consumed 2-730 tons of Welsh 
steam coal and 3,400 gallons of water. 
The best running results obtained were 
with full regulator and cut off from 
20-25 per cent. Asa result of this trial 
run, it is likely that the timings of 
the fastest express trains between Cairo 
and Alexandria will be accelerated by 
15 min., and later a further acceleration 
may be made, bringing Cairo and Sidi- 
Gabir within 2 hr. of each other. 
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announced on page 880 of our issue dated May 18, 


. AS 


the first of a new series of three-cylinder 2-8-2 

express passenger locomotives has just been com- 
pleted at the Doncaster works of the London & North 

; Eastern Railway. It bears the number 2001, is named 
Cock o’ the North, and classified P2. Five others, 
generally similar in design, will also be constructed there. 
' Mr. H. N. Gresley, C.B.E., the Chief Mechanical 
Engineer, in accordance with whose design the engine has 
been built, has placed at our disposal a number of draw- 
ings and photographs, and from those reproduced here- 
with, supplemented by the descriptive matter by which 


s they are accompanied, our readers will be enabled to 
| derive a fairly comprehensive idea of the general 
characteristics of the engine and its special features. 

As will be seen, the design incorporates all the essentials 
for the development of high tractive effort, made effective 
by an amplitude of boiler power and adhesion weight. 
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NEW THREE-CYLINDER 2-8-2 TYPE 
EXPRESS PASSENGER LOCOMOTIVES, L.N.E.R. 


Specially designed for service under difficult con- 
ditions in Scotland, these engines incorporate in 


their design a number of outstanding features 
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traffic on the section of line with which the new engines 
will be principally concerned are of a particularly arduous 
nature. As the accompanying profile diagram of the line 
between Edinburgh and Aberdeen shows, frequent and 
steeply graded inclines are met with, as well as several 
awkwardly placed speed restrictions, and the service 
demands the ability to haul trains weighing up to 550 
tons exclusive of the locomotive at relatively high average 
speeds over the whole section. This as a matter of course 
involves some very hard pulling uphill, followed by rapid 
descents on the down grades. The purpose aimed at was 
that of providing an engine that would perform this duty 
without double heading. The maximum permissible load 
for a Pacific engine is 480 tons from Edinburgh to 
Aberdeen and 420 tons in the opposite direction. It is 
frequently found necessary to resort to double heading 
with the heaviest trains, but in the case of the Pacific 
engines the practice is not allowed on this section. The 
tractive power exerted by the new 2-8-2 locomotive is 
43,462 lb., as compared with the 32,909 Ib. of the 4-6-2 
engine with 19 in. cylinders and 36,465 Ib. with 20 in. 
cylinders, the calculation being made in all three cases 
at 85 per cent. b.p. 

In the new 2-8-2 design three single-expansion cylinders 
of large size are used, in perpetuation of what is now 
standard practice for heavy duty main line locomotives on 
the L.N.E.R., both passenger and freight. A very great 
amount of care and thought has been devoted to the 
planning of these cylinders, which are cast in one piece 
on the monobloc system. The castings, manufactured 
at the company’s works at Gorton, are most excellent 
examples of foundry production. The sectional drawings 
reproduced indicate the generous proportions of the steam 
and exhaust ports and passages and the methods adopted 
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and from the cylinders. Very much depends in loco- 
motive design upon cylinder clearances and accuracy in 
the distribution of steam covering the whole of the ad- 
mission and exhaust periods, especially where the engine 
is to be called upon to perform work of such a heavy 
oe character, as in this instance, and 
Po. 29 ‘| it is difficult to imagine a_ better 
| planned cylinder arrangement 
than the present one. Mr. Gresley 
has adopted the plan of equip 
ping the first of the new loco 
motives with poppet valves 
and gearing, these being of the 
now well known R.C. pattern, 
and for the purposes of test the 
second engine of the series is to 
be fitted with Walschaerts gear 
| ing and piston valves so that each 
system can be tried out competi 
tively and the results reviewed on 
End view a basis of direct comparison. 
Extra large diameter valves are 
used, viz., 8 in. for the steam and 9 in. for the 
exhaust. All three cylinders connect with the second 
pair of coupled wheels, the inside one being inclined 
at 1 in 7-713, whilst the outside cylinders are virtu- 
ally horizontal. Single pattern slide-bars are fitted and 
the poppet valves work in a horizontal position. The 
arrangements of the steamchests in relation to the cylinde1 
bores is seen in the drawing on page 967 and also in the 
half-tone reproduction on page 972. 
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Wheel Arrangement and Boiler 

The reasons for adopting the 2-8-2 wheel arrangement 
are easy to appreciate. The operating conditions may 
be said very conclusively to demand the use of four pairs 
of coupled wheels, in order that the necessary amount of 
adhesion may be secured in conjunction with a favourable 
distribution of weight on the rails. A four-wheeled bogie 
at the leading end would of necessity have meant an 
undesirable extension of the total wheelbase and sacrifice 
of adhesion, while it is doubtful whether a cylinder block 
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of such proportions and so well planned could have been 


got in. As things are, with a two-wheel truck leading, 
there is sufficient room in which to locate the cylinders, 
although only by very careful planning has it been 
possible, with the large dimensions adopted, to accom- 
plish this. The foremost pair of coupled wheels is brought 
close up to the cylinders and, in this case, with wheels 
6 ft. 2 in. diameter, the engine wheelbase is kept within 
a total of 38 ft. As the illustrations show, the coupled 
wheels are left exposed, that is to say, uncovered by 
splashers. The springs of the engine are not equalised. — 

The boiler is generally similar in design to those of 
the Gresley Pacifics. It has a 43-element M.L.S. super- 
heater, with Sinuflo (sine-waved) element tubes, affording 
a high degree of superheat, a feature of the design being 
that the return bends are brought to within 9 in. of the 
firebox tubeplate instead of 18 in. as heretofore. A new 
system of steam collection has been adopted. On the top 
of the boiler barre] there is a steam collector formed 
integrally with the dome. ‘This is produced as a steel 
pressing tiveted to the top of the boiler on the outside. . 
Steain 1s admitted to the collector by means of a number 
of slots in the top of the boiler barrel, the object being 
to prevent water combining with the steam on the way to 
the regulator valve, which latter, together with the steam 
pipes, is of extra large size to ensure that the boiler 
pressure can be maintained in the steam chests. The main 
steam pipe is 7 in. in diameter, whilst the pipes located 
in the smokebox are of 5} in. effective diameter. In order 
to reduce back pressure as much as possible a double 
blast pipe, with two chimneys, formed in a single casting, 
is utilised, similar in design to those employed on certain 
French locomotives. The arrangement is known as the 
K.C. blast pipe and was originally designed by Monsiew 
Chapelon of the Paris-Orleans Railway. The whistle is 
placed immediately in front of the chimney, and the 
steam supply pipe thereto connects with a combined valve 
for the anti-carboniser located in the smokebox. — Alfol 
insulation has been used for clothing the boiler. 

The boiler is fed by means of the A.C.F.I. system with 
pump, the latter being carried on the right-hand side of 
the engine, on the running board above the leading and 





TABLE OF LEADING DIM 


ENSIONS AND RATIOS 





Cylinders Boiler Grate 
Number (3) ... aca ... 21 in. diam. by Outside length firebox over Léngth on slope , .. 7 ft. 2in 
26 in. stroke all ‘itn 10 ft. 82 in. Width 6 ft. 11} in 
26, vas 7 \ i . 11} in. 
Cylinder horse power .. 2,617 Outside length firebox at Grate area ~ 50 sq. ft 
Wheels bottom a cco 0 Bt, VER ie. Piston 7 
Coupled, diam. tee ... 6 ft. 2 in. Outside width firebox at - Height of crown above foun 
Leading truck er oo O ft. 2 in. bottom mae ... 7 ft. 9 in. sree sper 
railing truck Pig ... 3 ft. Sin. Diameter of barrel, max. ... 6 ft. 5 in. aeaid 6h. Ox 
Wheelt Length of barrel... --. 19 ft. O in. Bacl ; 6 ft.0- 
e se— ye . oe , 
on — Chickness of barrel plates ... :3 in. and ¢) in ce oe Py 
Coupled a ee 19 ft. G in. : as Interior length at top oe O 4t. Sie 
; ’ P (Thickness of wrapper plates in. ioe 
Engine, total ne ... 38 ft. 11 ing 2 ; Interior width at boile: 
- ’ 4 7: Length of smokebox at ; , 
Engine and tender ... ... 64 ft. OF in. oie 8 ft. ll in centre 5 ft. 44 in 
Axles Diain. Length Cubes, small— Chickness of copper plates 
Journals, pony io .. 64 in. by 9 in. Material Steel Cie ee host 2 is 
Journals, coupled ... aad 9} in. by 11 in. Number : . 121 lubeplate .. 2 in, and Ifin 
Journals, trailing ... ... 6in. by 11 in Diameter outside . 2} in. Weight 
T eigh 
Crank pins— Thickness - nae lO LW.G. = ? ae oo ™ 
Outside rh - ... 6} in. by 6 in. Tubes, superheater flue ae in tr a order ~ 110 tons 9 ewt 
Inside — re ... 9} in. by 6 in. Number . 43 ngine ane tender, in work a ; 
Diameter outside 5} in. ing ordet : . 165 < ll ew 
Coupling, pins Chickne ‘ 
Leading . 42 in. by 4 in. MCKNESS ° vee sre gy ID Motion 
Driving = _ Thin. by 44 in Length between tubeplates 18 ft. 11? in ype _.. Rotary ean 
Intermediate . 4} in. by 5 in. Heating surface a - Cvpe of valves . Poppet 
lrailing $}7 in. by 5 in. Firebox 237 sq. ft ; Diameter of valves ; 
Cubes, 2} in. 1354-2 sq. ft Steam : «os OH 
ag Flues vee tee 1122-8 Exhaust ... ae mee 
ony . lotal evaporative H.S. 2,714-0 _,, Cut-off in full gear 70 per cent 
Helical, 10,4, in. long free uM rheater : : + Qs 
oy , ‘di i sot Superheater Tractive effort at 85 per cent. 
i. he — diam., Limimis section Number of elements 13 boiler pressure se _.. 43.462 Ib 
Coupled whee Ps ci 7" ——_ " Diameter, inside 1’, in. (otal adhesive weight... _. 180.544 Ib. (80 
Laminated, 3 ft. 6 in. crs., 15 plates o In. Heating surface ... 635-5 ns 12 ewt. 
wide by 4 in. thick otal heating surface ve. 8349-5 
frailing wheels— Two Ross pop safety valves ... 35 in. diam. Adhesive weight 


Laminated, 4 ft. 5 in. crs., 14 plates 5 in. 


. Working pressure 
wide by 3 in. thick 


Boiler horse powet 


. 220 Ib./sq. in. Iractive effort 


1.777 Vacuum brake. 


<2 
Bag 
& 
ea} 
NX 
a 5) 
en 
~~ 
a 
= 
= 
J 
~_ 
= 
mS 
> 
— 
aM 


SBulpvo] ajxv puv suoisuauip podiautad 3urai3 Furnvsp upasvip puv aanowmoso) fo aia JpsaUuay 





“00201411 00°21 161 


—,9:9— p99 — 9 


0001102 


= SS a ee 4-———+——-~—}-— sma 





7 ——— — LE 
oe ray a 





mo" 
































+— - 


‘aanouioso) ssasdxa 7-9-7 s4opuyro-¢ “YIN 


002/159] = 43IONI BINION] FO LHOIIN TWL0L 








00 281'LEl onimaoy 
|, en i eis Aeeees f 


0;¢9—— +———_ ___ __ hiss 

























































































THE RAILWAY GAZETTE June 1, 1934 








7 
















— ee Oe 
» 4 ie, ke A ae tee 
ses ae <’ ‘ Po ae ee 
gas “i 


si Saale we Pa 
Dy. aes at SR hoes 2 Ss 


# 
s, 


es 
—_ 





ress 
Pe 
. 





Nr ree 


4 


AF CRE 
* ts rf 
mld Cae 


4 é 


i om 





— 


Boiler (top), with 
smokebox(centre). 
and Alfol insu- 
lating material 
lagging in posi- 
tion, mounted on 
frames (bottom). 
Note eccentrically 
mounted lagging 


rings 
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Successive stages 
in erection of new 
locomotive: The 
main frames (top). 
with cylinders and 
smokebox saddle 
casting tn position 
(centre), and fin- 


ally, almost com- 


pletely erected with 


boiler, wheels, mo- 
tion, cab, &e., 


assembled 
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Footplate view, showing interior of cab and fittings. Note convenient arrangements for enginemen 





Above: Cam-box for R.C. poppet valve gear: 





left-hand side of engine 


Left: View along top of boiler, showing steam 
dome and collector and A.C.F 1, feed-water 


tanks 


































974 THE RAILW 
driving pairs of coupled wheels. The tanks for this 
apparatus are located under the lagging at the forward 
end of the boiler barrel. The firebox is of the wide 


pattern and of increased length as compared with the 
Pacific firebox. It provides 50 sq. ft. of grate area. The 
increased in length, and on inspection 
to be not only capacious but very simple as 


also 


smokebox is 
ve found 


Interior of 
smokeborx., 
showing piping 
and KC. blast- 
pipe 





regards the laying of piping, &c. The shape of the wing 
plates and the top of the smokebox were determined by 
wind tunnel experiments carried out at the City & Guilds 
(Engineering) College. It ensures that the steam and 
smoke shall be thrown clear of the cab at all speeds. The 
boile1 working pressure of 220 !b. per sq. in. 
and two 3$ mm. diameter Ross patent pop safety valves 


Carries a 


AY 
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are fitted. The front of the cab is vee shaped 
has enabled larger spectacle glasses to be fitt 
the enginemen an improved look-out. Both driver and 
fireman are provided with comfortable leather-covered 
seats, and on the driver’s side all controls are within easy 
reach of the driver whilst seated. The sandboxes have 
been arranged in very neat fashion alongside the smoke- 
box inside the sheathing plates, easy access to them being 
secured by balanced chutes. The location of these 
be seen from the illustration of the complete engine. 
Adequate lubrication of the cylinders and pn, is 
assured by two Wakefield mech inical lubricators mounted 


ind this 
giving 


can 


on the left-hand side of the engine. These are operated 
by a neat and simple linkage system driven by a return 
crank from the third pair of coupled wheels, the joints 


being fitted with roller bearings. The arrangement may 
be expected to achieve its purpose with accuracy and 
reliability. The trailing wheels, ¢.e., those of the truck 


below the cab, are fitted with Cortazzi axleboxes. 

The tender is of the same design as that fitted to the 
Pacific class engines. It is of the high-sided eight-wheeled 
non-bogie pattern equipped with a well-tank, 
5,000 gallons of water and 8 tons of coal. 


and carries 
A saving in 


weight has been effected by resorting to welding for the 
construction above the framing. The locomotive weighs 
in working order 110 tons 5 cwt., of which 80 tons 
12 cwt. are available for adhesion. The tender weighs 
55 tons 6 ecwt. in working order, the combined 
loading of the engine being thus 165 tons 11 ewt. A 


diagram which Mr. Gresley showed us and on which only 


estimated weights were given prior to the building of 
the engine, demonstrated how very close to the aciual 
figures the weights had been calculated. Only a matte 
of a few hundredweight separated the estimated from 
the actual weight. Additional! to the fittings already men- 


tioned are a steam-chest pressure gauge, and 
the Teloc speed indicator and recorder. 

An editorial article on the subject of the new locomotive 
will be found on page 958 of this issue. 


pyrome ters, 











B2ll 24SRRSES Wks 


> oe 


-t ; 


The Flying Hamburger 
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(left) and the new express steam railcar for Litbeck (right) alongside in Hamburg stat 
(See page 964) 
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NEW PETROL RAILCAR FOR SOUTH AFRICA 
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300 h.p. Drewry unit with two 150 h.p. engines for 
the South African Railways 3 ft. 6 in. gauge lines 


N Tue Rattway Gazerre for February 10, 1933, there 
I appeared a description of a standard gauge locomotive 
supplied by the Drewry Car Co. Ltd. to the Bermuda 
Railway and driven by two petrol engines through two 
preselective epicyclic gearboxes. A railcar underframe 
similar in many respects to that of the above mentioned 





starters, there being a push-button at the left hand for each. 
The button for the remote engine is pushed first in order 
that its starting may be audibly noted. Similar buttons are 
provided for the two ignition systems. Throttle control is 
effected in both engines simultaneously by a lever mani- 
pulated with the left hand. This lever 


turns about a 


: { 


¥ 
:F 
im 


Side view of underframe as delivered 


locomotive has now been completed for the South African 
Railways. Constructed like other recently supplied 
Drewry units at the Preston works of the English Electric 
Co. Ltd., it was put through some preliminary tests on the 
3 it. 6 in. gauge track at these works. Our illustrations 
show the unit previous to its delivery. No body was 
provided as one of South African construction was avail- 


able. During the tests at Preston a load was made up out 
of rolled steel girders and other material available at the 
works. 


Arrangement and Operation of Controls 
Driving controls are provided at each end of the vehicle 
and the following description relates to either set. 


The engines are started by C.A.V.-Bosch electric 








General arrangement of power bogie 


. Omission of 


vertical axis like that of a tram controller, but it projects 
towards the driver and is moved to the right to open the 
throttles. As the new ‘railcar is to pull a trailer also pro- 
vided with driving controls, the direct mechanical connec- 
tion of the throttles and throttle levers has been abandoned 
in favour of pneumatic connection. |The throttles are 
actuated by what are in effect small spring-loaded pistons 
Which give an opening proportional to the air pressure in 
the corresponding cylinders. Actuation of a throttle lever 
admits air to these cylinders by displacing a piston type of 
valve. As the connection between this valve and the 
operating lever is made elastic by the interposition of a 
spring, the valve is self-lapping, 7.c. it closes when the 
difference between the pressures on its two sides has fallen 
to the amount t pre-determined by the throttle lever dis- 

placement. The details of this 

throttle control were supplied 

by the Westinghouse Brake 
- & Saxby Signal Co. Ltd., and 








the connections are simple, 

ib Epes a) | there being inlets from the 
ls) Sr | train pipe to each control 
st Pit Ya aiy ms. Frame | T'S valve, feat a single pipe from 
\ + ha 4 each control valve to the 
—— throttle-actuating cylinders, 

which have a pipe running between them. We saw for 


curselves that the time lag between the control lever and 
the throttles was small and that there was no appreciable 
lost motion. 

The change speed mechanism has been simplified by the 
the strut selecting camshaft used on the 
previous gearboxes. In the new box the struts are pushed 
forward against springs by small air-actuated pistons. Air 
is admitted behind these pistons by electromagnetically 
controlled valves, one such valve being provided adjacent 
to each strut-operating cylinder. Similar valves are pro- 
vided adjacent to the busbar operating and reverse dog 
control cylinders. The gear preselection and engagement 












































One of the two control panels 


lever at the driver’s right hand is moved from the left o1 
neutral position into the next notch on the right for start 
ing. The lever must be pushed forwards about half an 
inch against a spring before it can be moved sideways 
along the gate into this notch. The following is a descrip- 
tion of what happens inside one gearbox, but it is to be 
understood that manipulation of the preselector lever 
operates two gearboxes simultaneously. Shifting the lever 
into the first position energises the magnet admitting air to 
the first strut cylinder and the corresponding strut is 
pressed against the edge of the busbar. Movement of the 
preselector lever across the gate into a notch in front 
admits air in the same way to the busbar cylinder so that 
the busbar is at once depressed. This allows the first 
gear strut to engage. Release of the preselector lever 
allows the air to escape from the busbar cylinder so that the 
busbar rises under the influence of a strong spring and 
tightens the band brake for the first speed. The driver 
has no control over this rising of the busbar so that, no 
matter what he does, the gear is rendered operative without 
shock. The throttle is opened as the preselector lever is 
released, and, when the vehicle commences to move, the 
preselector lever is shifted to the right until it engages in 
the next notch. The second speed strut is now pressed 
against the busbar and the first speed strut is relieved of 
piston pressure and thus put in readiness to swing clear of 
the busbar under the action of its spring as soon as the 
busbar is depressed. The change up into second gear is 
effected when sufficient speed has been reached in_ first 
gear. The preselector lever is pushed forward and the 
throttle is closed to prevent the engines from racing. 
Releasing the preselector lever after a short pause (to give 
the first speed strut adequate time for disengagement), and 
opening the throttle, establishes operation in second speed. 
Third, fourth and fifth speeds are secured in the same way 
as second, while a change down is made just as easily. 

The output shaft of the epicyclic gearbox carries a bevel 
wheel in constant mesh with two loose wheels on the cross 
or final drive shaft. A double-ended dog sliding on the 
latter shaft between the loose wheels, but forced to turn 
with it, establishes forward or reverse drive by engaging 
with one or other Of the loose wheels, and the fork 
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actuating this dog is operated by opposed diaphragm type 
air cylinders. Supplying air to one cylinder engages the 
forward bevel and supplying it to the other engages the 
reverse bevel. The control for these cylinders is in front 
of the preselector lever on the driver’s panel, and it can 
only be actuated by the preselector lever, which is detach- 
able for this purpose. Before this lever can be withdrawn 
it must be returned to the neutral position. Neutral js 
not only selected but actually engaged by the operation of 
detaching the preselector lever, for, owing to the provision 
on this lever of a special lug, it must be pushed forward 
before it can be lifted out of its socket. After the 
preselector lever has been used to move the dog control fon 
forward or reverse running, it is withdrawn and its place 
is taken by a plug inserted to lock this control. Isolation 
of either power bogie from the controls can be effected 
by opening a switch on the bogie itself. This interrupts 
the electrical connections between the gear and reversing 
control contacts and all the electromagnetic air valves on 
that bogie. As an additional safeguard against unwanted 
movements, the external arm operating the bevel selecting 
dog can be locked in the mid-position by the manual in- 
sertion through it into the gear casing of a substantial 
screw. 

We were afforded an opportunity for driving the new 
underframe on the works track, and were impressed by 
the extreme ease with which we were able to control simu! 
taneously the two engines and their five-speed gearboxes. 
Skiiful and intelligent drivers such as are difficult to obtain 
in some parts of the world would not appear to be neces- 
sary where Drewry units are employed. 

Engines and Transmissions 

Kach power bogie is provided with an M8 type Parsons 
petrol engine having eight 43 in. x 6 in. cylinders in 
line, and giving 150 b.h.p. at 1,650 r.p.m. The governed 
speed is 1,850 r.p.m. and the corresponding output is 
165 b.h.p. The carburettors are of the Zenith down- 
draught pump type and are fitted with Simms Vortex ai 


Rear view of one of the power bogie 
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The power bogies are of the 








Three-quarter view 


reproduced on page 975 


cleaners. Fuel is taken by gravity from small float 
chambers above the engines and these chambers are sup- 
plied, through gauze filters, from the main tanks, which 
are each of 60-gallons capacity. As the latter are at a 
lower level than the float chambers, the fuel in them is 
subjected to a small air pressure. The cooling water is 
circulated by Gwynne centrifugal pumps. Each powe1 
bogie has one of these pumps and the drive is by a chain 
from the shaft between the engine and gearbox. A 
Spiral Tube radiator, and a fan driven by a V-belt, is 
provided at each end of the vehicle, but the engine cooling 
circuits are interconnected so that the engine near the 
radiator which is masked by the trailer is in no danget 
of running at a higher temperature than the other. In 
each power bogie, flexibility in the drive between engine 
and gearbox is provided by Hardy Spicer couplings and 
the tinal drive from the gearbox cross shaft to the driving 
axle is by means of two Morse inverted-tooth silent chains. 
In order to bring the axis of the cross shaft down to 
approximately the same level as that of the driving axle, 
and so minimise the amount of chain slack needed to 
accommodate vertical movements of the axle, the engine 
and transmission have been inclined at an angle of four 


degrees.. The gearbox can be moved longi 


of one of the power bogies, detail drawings 


swing bolster plate frame type 
with standard South African Rail- 
way axleboxes. Spencer Moulton 
rubber buffers are used in the 
spring-hangers and the braking 
follows normal railway practice. 
The underframe is provided with 
standard drawgear, and is-61 ft. 
long over the buffers by 7 ft. 2 in. 
wide over the solebars. Its weight 
in running order is 23° tons 
10 cwt., and the weight imposed 
on it by the loaded body is 
14 tons. The loaded _ trailer 
weighs 16 tons. These figures 
give power weight ratios of 8 h.p. 
a ton for the coach alone, and 
56 h.p. a ton for coach and 
trailer. The overall engine to 
driving wheel gear ratios are 
35, 13°8, 7°85, 4:95 and 3:33 to 
1, the final chain drive giving 
3:33 to 1. The wheels are 2 ft. 10 in. in diameter on 
tread, so that the corresponding vehicle speeds at an 
engine speed of 1,650 r.p.m. are 4°75, 12:2, 21:3, 29°6 
and 50 m.p.h., while the tractive efforts are 15,800, 6,150, 
3,520, 2,530 and 1,500 lb. With the trailer attached, 
the estimated performance (taking transmission efficiencies 
measured on previous vehicles of similar type, and allow- 
ing for loss of power consequent upon working at an 
altitude of 5,000 ft.) is 50 m.p.h. in fifth gear on the 
level, 20 to 21 m.p.h. on third gear on a 1 in 45 up- 
grade, and 11 to 12 m.p.h. in second gear on a 1 in 30 
up-grade. 


of which are 








THE Lonpon & BIRMINGHAM Ral_way. — A_ hundred 
years ago to-day (June 1) the first sod of the London & 
Birmingham Railway was cut at Chalk Farm. The 
Sunday Times of May 25, 1834, recorded that tenders 
had been accepted for executing the first 21 miles of the 
line from London. Robert Stephenson, who had_ been 
appointed Engineer-in-Chief for the whole line at a salary 
of £1,500 per annum, reserved for his personal super- 
vision about 9 miles from Camden Town, and divided 
the remainder into four districts, each under an assistant. 








tudinally for chain adjustment, and true parallel 
motion is ensured by coupling the adjusting 
screws together through a small roller chain. This 
chain can be seen very clearly in the rear view 
of one of the bogies. Each engine may be started 
by hand from the side of the bogie, and this is 
facilitated by the provision of trip starters on the 
magnetos, which are of B.T.H. manufacture with 
automatic ignition advance. Energy for operat- 
ing the electro-magnetic control valves and_ for 
lighting is taken from a 24-volt 286 ampere-how 
nickel iron accumulator of Stone manufacture. 
This is charged by Simms dynamos with constant 
voltage regulators. One dynamo is provided for 
each power bogie and is driven by a chain from 
the shaft between the engine and gearbox. Driven 
by chain from the same shaft on each bogie is 


an E i8 Westinghouse air compressor, for brake, 
electro-pneumatic control, and petrol air pressure 

Servicil As in the units for the Bermuda Rail- 

Way, tie change speed and reverse box was de- 

signed by Improved Gears. Limited, and_ its 
Manuiasture was undertaken by the E.N.V. flight. 
Engine ring Co. Ltd. , 





The. first of the new D.H, Diana class 4-engined air liners in 


Orders have been placed for machines of this type by 


Railway Air Services Limited for use on internal air lines 
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Modern all-steel suburban train. Eastern Railway of France | 








All-steel double-deck reversible train being pushed out of St. Lazare, Paris, French State Railwa 
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RAILWAY 


PERSONAL 


Mr. Ww. Chief 
Mechanical Central 
Argentine Railway, sailed for England 
on May 16, on a combined business and 


Percy Deakin, 
Engineer of the 


pleasure trip. 


Mr. Pietro Saccaggio, Technical As 
sistant to the General Manager, Buenos 
Ayres Great Southern Railway, left 
Buenos Aires for England on May 2. 
Mr. Saccaggio, who, as Chief Mechani 
cal Engineer, mainly re 
sponsible for introducing diesel 
traction on that railway, will 
combine business with pleasure 
his visit to the United 


Was 


during 
Kingdom. 


Mr. E. P. Mallory has been 
appointed Assistant to the Presi 
dent of the Canadian National 
Railways. 


Mr. A. Coveney, Purchasing 
Agent, Chief Stores Superin 
tendent’s Department, L.P.T.B., 
has, we understand, — retired 
from the service. 


The Gloucester Railway Car 
riage & Wagon Co. 
announces that Mr. T.. L. 
Squires has been appointed 
Manager of the company, Mr. 
William Redpath having relin 
quished the appointment of 
Managing Director, Mr. Squires 
has been Works Manager for 
the past Il years 


RAILWAY STAFF 
CHANGES 


INDIAN 


Mr J. R. D. Glascott, C.LE., 
Agent, Burma Railways, has 
been permitted to retire from 
Government service as from 
April 17. 

Mr. A. Richardson, officiating 
‘hief Mechanical Engineer, 
G.I.P. Railway, has been con 


firmed in that appointment as 
from April 28. 
_Mr. 5. E. L, West, O.B.E.., 

V.D., has appointed to 
officiate as Divisional Superintendent, 
N.W.R., as from March 28. 


been 


Mr. LL. N. Flatt, Officiating Chief 
Mechanical Engineer, E.B.R., has 
been granted eight months’ leave as 


Irom May 25. 


Sir Lingard Goulding, Bart., has been 
elected ( hairman of the Great Northern 
Railway Ireland), in place of Sir 
George Clark, Bart., who has resigned 
owing ill-health. Mr. George E. 
Clark h:s been co-opted a Director of 
the com any. 
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Mr. H. N. Gresley, C.B.E. 


Chief Mechanical Engineer, 


Locomotive Engineers for the 
time on July 1, was educated at 


works, L. 
he served his apprenticeship 
the late Mr. F. W. 
subsequently 


at Crewe 


Webb. He 





Mr. H. N. Gresley, C.B.E., 


M.Inst.C.E... M.1.Mech.E., M.I.E.E., 


Chiet Mechanical Engineer, L.N.E.R., 


President-Elect, Institution of Locomotive Engineers, 


1934-35 


Y.R., and after varied experience, was 
placed in charge of the test room at 
those shops. He was next appointed 
Foreman of the two locomotive sheds 
at Blackpool and subsequently became 
Outdoor Assistant in the Carriage and 
Wagon Department. In 1901 he was 
posted as Assistant Works Manager at 
Newton Heath, was promoted Manager 
in the following year, and Assistant 
Superintendent of the department in 
1904. A year later Mr. Gresley trans 
ferred his services to the G.N.R. as 
Carriage and Wagon Superintendent, 





London 
& North Eastern Railway, who assumes 
office as President of the Institution of 
second 
Marl 
borough and began his railway career 
& N.W.R., where 
under 
was 
a pupil under Mr. (now 
Sir) John Aspinall at Horwich, L. & 


M.Inst.T.. 


and 
Colonel 
the Engineering 


Midland Railway, Mr. McCallum was, 
in 1923, appointed Chief Assistant to 









































































979 


NEWS SECTION 


, M.Inst. 
C.E., M.I.Mech.E., M.I.E.E., M.Inst.T., 


which position he held until 1911, when 
he succeeded Mr. Ivatt as Locomotive 
Engineer at Doncaster. During his 
tenure of this office he did much to 
maintain the locomotive and _ rolling 
stock standards of the line in the fore 
front of British practice, and, by 
introducing his articulated 
principle for coaching 


bogie 


stock, as well 


as improved locomotive designs, 
ensured greater economy and = im 
proved efficiency. In 1923 he was 
appointed Chief Mechanical —Engi- 


neer of the L.N.E.R.. and has 
continued the policy of advance 
—his name _ being identified 
largely with locomotives of the 
three cylinder single expansion 
type having large superheated 
boilers with liberal grate areas 
and fireboxes—until to-day his 
latest production, the 2-8-2 ex 
press passenger —_ locomotive, 
illustrated and described in this 
issue, is Outstanding in its many 
remarkable features. Mr. Gres- 
ley was previously President of 
the Institution of Locomotive 
Engineers in 1927-28, is a 
Major in the Engineer & Rail- 
way Staff Corps, and for special 
rendered during the 
war was made a C.B.E. 


services 


We regret to record the death 
on May 19, of Mr. R. T. McCal- 


lum, District Engineer, Derby 
North District, L.M.S.R. Mr. 


McCallum was born in 1882 and 
educated at Derby School and 
King’s College, London, where 
he took his B.Sc. degree of 
London University. From 1900 
to 1903 he was articled to the 


Chief Engineer, Midland Rail 
way, subsequently being 


appointed Assistant to the Resi- 


dent Engineer on the Notting 
ham widening, West Riding 


lines, Contract No. 1 Heysham 
Harbour, and also Assistant to 
the Northern Divisional and 
Western Divisional Engineers 
of the Midland Railway. During 
the war he enlisted in the Roya! 
Fusiliers, was commissioned in 
the Ist London Division, Royal 
Engineers, and saw © service 
in Gallipoli with a_ Field 


Company attached to the 29th Division, 


being subsequently invalided home 
and placed in command of the Ist 
London Division, Royal Engineers, on 
home service. He transferred later to 
the War’ Office, Roads and Bridges 
Branch, first as Officer, Southern Area, 
then as Assistant Director, even 
tually being demobilised as Lieutenant 
and awarded the O.B.E 
(Military) for his services. Rejoining 
Department of the 
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the Northern District Engineer, Mid- 
land Division, L.M.S.R., Leeds, and 
in the following year Resident Engineer 
of the Longbridge and Barnt Green 
widening. In 1927 he became New 
Works Assistant to the Midland Divi- 
sional Engineer, and, in 1929, Assistant 





The late Mr. R. T. McCallum. 


District Engineer, Derby (North), L.M.S.R 
1932-34 


to the Divisional Engineer, Derby, con 
tinuing also to supervise construction 
works, including the Mid-Notts Joint 
Railway, Broadholme and Ambergate, 
and Barking and Upminster widenings, 
&c. It was in 1932 that he was 
appointed District Engineer, Derby 
North District. Mr. McCallum was a 
Member of the Institution of Civil 
Engineers and was awarded the Cramp- 
ton Prize of the Institution for a paper 
on the demolition of Cofton tunnel 
(1930-31). 


Mr. H. F. Lockwood, Chief Operating 
Superintendent of the North Western 
Railway, India, who, as announced in 
Tue Rattway Gazette of April 20, has 
been granted leave preparatory to 
retirement, was born in 1879 and 
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started his railway career on the old 
South Eastern Railway (England). 
There he served for five years in the 
otfices of the Chief Auditor and of the 
Superintendent of the Line, until in 
1904 he proceeded to India as an 
Assistant Traffic Superintendent on the 
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Mr. H. F Lockwood, 


Chief Operating Superintendent, N.W-.R., India, 
1930-34 


former Southern Mahratta_ Railway, 
afterwards officiating as District Super- 
intendent. In 1907 he entered the 
Indian State Railway service as an As- 
sistant Traffic Superintendent, and was 
posted to the Eastern Bengal system, 
where he officiated as District Traffic 
Superintendent upon various districts. 
In 1912 he was transferred to the 
North Western Railway, and was con- 
firmed as District Traffic Superin- 
tendent. Upon the introduction of the 
Divisional system on that line, Mr. 
Lockwood was appointed Officiating 
Divisional Superintendent in 1924, 
being confirmed a year later. In 
1930 he was promoted to officiate as 
Chief Operating Superintendent, and 
was confirmed in that appointment in 
1933. Whilst Divisional Superinten- 
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dent at Karachi, he represented the 
railway as a Member of the Chamber 
of Commerce and as a Port Trustee. 


Mr. G. P. Newell, who, as announced 
in THE RatLway Gazette of May 11, 





Mr. G. P. Newell, 


Secretary to the Local Committee.’Central Argentine 


Railway, 1902 34 


has lately retired from the position of 
Secretary to the Local Committee of the 
Central Argentine Railway, began his 
career with the Midland Railway 
(England), which he joined as a junior 
clerk in 1581. In 1890 he went out to 
Buenos Aires, where he was engaged in 
the Traffic Department of the Buenos 
Ayres & Rosario Railway, and two years 
later was transferred successively as 


Private Secretary to the Acting 
Manager and Chief Clerk in the General 
Manager's Office. It was in 1897 that 


he was appointed Secretary to the Local 
Committee. On the fusion in 1902 of 
the B.A. & Rosario and Central Argen- 
tine Railways, his appointment as Local 
Secretary of the amalgamated com- 
pamies was confirmed, and in 1906 he 
was made one of the chief officers. 














Speeds and Axle Loads on Colonial Narrow Gauge Railways.’ 





Beyer-Garratt locomotive No. 901 in service on the 3 ft. 6 in. gauge Nigerian Railway, hauling a goods train of 850 tons on tra id with 
15 lb. per yard rails. This locomotive. which exerts a tractive effort of 40.000 Ib.. is the largest steam engine in the world wor). < over 
light a section of rail. and the matter is of interest in view of the correspondence which has appeared in our pages under the ti 
initiated in our issue of April 13 by Mr. G. V. O. Bulkeley. Gener Vanager 
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Ten Years of the Austrian Federal Railways 


Ten years ago last year the organi- 
sation known as the Austrian Federal 
Railways was set up to work the rail- 
ways of the Republic of Austria, them- 
selves part of the old State and semi 
State lines of the former Austro-Hun- 
garian monarchy. This arrangement 
was made to improve the system of 
financing and working, a very neces- 
sary measure, owing to the difficult 
situation brought about by the war 
and the treaties which concluded it. 
The war had left the railways with 
their permanent way and rolling stock 
nearly worn out. For a long time 
only essential maintenance work, dic- 
tated primarily by military considera- 
tions, had been undertaken, a marked 
contrast to the situation obtaining in 
pre-war days, when Austria was re 
puted for its well managed and well 
maintained railway = system. The 
altered frontiers created by the Peace 
Treaties completely changed the con- 
ditions under which the new Austrian 
lines were required to work, the main 
current of traffic being shifted from 
the north-south to the east-west direc 
tion, converting the railways into 
through transit lines rather than a com 
pact network serving a unified political 
and industrial territory. Many of the 
old industrial areas of the monarchy 
were excluded from the new republic, 
and this, combined with the general in- 
stitution of tariff walls, profoundly 
affected the fortunes of the railways in 
the new Austria. , 


Reorganisation of Rolling Stock 


It was not until 1925 that the dis- 
tribution among the newly created 
States of the rolling stock belonging tc 
the pre-war systems was completed, 
but, this done, the work of re-organi- 
sation in Austria was at once begun. 
The number of locomotives and rail 
cars left to Austria at that time was 
3,278, of which 940 have already been 
scrapped, while 482 have been rebuilt 
or replaced. Moreover, 1,534 passenger 
and parcels vehicles and 10,000 freight 
wagons have been scrapped, the figures 
for new and rebuilt vehicles being 1,325 
and 6,285 in these two. classes respec- 
tively. To carry such a programme 
through it was necessary to reorganise 
the workshops, nine being closed and 
the principal one put under the Vienna 
district management. This resulted in 
an increase of 26 per cent. in the work 
turned out—comparing the years 1924 
and 1929—with 21 per cent. less staff. 
Unfortunately, further reductions in 
staff have since had to be made, and 
the quantity of work done has declined 
considerably, in consequence of the 
general depression. A locomotive re- 
building programme, which had been 
drawn up under the previous adminis- 
tration, was pushed forward energetic- 


ally, and steps were taken to improve 
the thermal efficiency of main-line loco- 
motives. Compounding gave place to 
simple expansion working, combined 
with superheating, the use of the Lentz 
valve gear and feed water heating 


Railcars and Push-and-Pull Trains 


The scrapping of so many old steam 
locomotives made it necessary to build 
a number of new ones for shunting and 
working the branch lines. More than 
40 railcars were put into service on 
lines with light traffic and ten fast 
high-powered cars of the Daimler typ: 
were introduced on part of the main 
line. To meet acute road competition 
on certain sections of line near Vienna, 
serving spas and _ pleasure 
along the river, a number of two-car 
and four-car push-and-pull trains, with 
the locomotive in the centre, have been 
put to work in the last few years with 
Terminal work 
ing is much simplified by their use. 
[hey will, however, probably give 
place to railcar services in due course, 
or be supplemented by them. 

[The standardisation of 
coaches was put in hand in order to 
effect savings by the interchangeability 
of parts, the appointments being much 
improved at the same time. Thirteen 
km. of upholstery material were used 
in this work, which was rendered essen 
tial by the high standard of comfort 
oi competing road vehicles. Special 
attention was directed to economy in 
brake shoes on freight wagons, the hilly 
nature of the country making this an 
important item in running costs. 


resorts 


considerable success. 


passenger 


Civil Engineering Works 


The altered traffic conditions on 
many routes, occasioned by the new 


frontiers, has necessitated a_ large 
amount of civil engineering work. 


Many new frontier stations, with their 
special equipment, have had to bs 
built, while the electrification of the 
western sections of the system has 
required the enlargement of other 
stations. Extensive works have been 
carried out at Linz, Innsbruck, 
Kufstein, and Bludenz. 

In Vienna, too, where there were 
formerly several stations, changes have 
been made, as already described in our 
columns, and Graz station has been 
rebuilt. Theconversion of some double 
lines to single where traffic has declined 
has also been carried out, involving 
extensive signalling alterations. Power 
signalling has been adopted at several 
important stations. 

A large number of level crossing 
warning signals have ben put in and 
over 1,200 crossing barriers abolished. 
About the same number of bridges 
have been renewed or strengthened 
since 1923 and 2,400 Km. of track re- 
laid. Snow sheds have been extended 
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and many new dwelling houses for the 
staff have been built. A special per 
manent way depot has been established 
at Worth, where scrap material is used 
up in the manufacture of rail spikes 
and other articles, this practice leading 
to appreciable savings. A special pur 
chasing department has been set up, 
controlling the expenditure of 
115,000,000 schillings annually, and in 
1932 it dealt with, among other things, 
some 1,300,000 tonnes of coal, 1,200,009 
sleepers, over 500,900 cu. m. of bal! 
and 18,000,000 litres of oil. 


Electrification 

[he electrification of part of the 
Tauern line has been begun, a werk 
which will give much needed employ 
ment and increase the amenities of 
travelling on the line. <A section of this 
opened on December 15. 
Great efforts have been made of late 
vears to popularise Austria as a tourisi 
resort, although political circumstances 
have lately had a somewhat adverse 
effect on this traffic. 


work was 


The Financial Position 

[he general position in 1933, after all 
these praiseworthy efforts, was unfortu 
nately far from satisfactory, the total 
deficit amounting to about 130,000,000 
schillings, and even if the actual rail- 
way accounts can be improved by the 
State assuming part of the burden, the 
difficulty cannot be removed thereby. 
Any improvement in the 
situation of Europe generally would, of 
course, be felt in Austria, but rates 
cannot now be raised there to any great 
extent. The problems facing the 
management to-day would appear to 
admit of no immediate solution, and 
indeed in neighbouring countries the 
position is much the same as in Austria, 
if not worse. The losses from the 
decline in passenger traffic are most 
serious, notwithstanding reductions in 
working expenses, and it is admitted 
that many of the present tares are 
definitely uneconomic. Nevertheless, 
during the ten years of its existence the 
management has achieved great things 
in more than one direction. Its chief 
troubles have been due to financial 
conditions for which it is not respon- 
sible, and which have adversely affected 
the economic life of every country. 


economic 








EUROPEAN FEDERATION OF ENGINEER- 
inc AssocIATIONs.—In THE RAILWAY 
GazettE of April 13 we recorded the 
inauguration at Rome of a new federa- 
tion of engineering associations and its 
aims. The title of the federation has 
now been decided, and is as follows :— 
Fédération Européenne des Associations 
des Ingénieurs, or FEDAI for short, our 
equivalent being European Federation 
of Engineering Associations. The head- 
quarters, for the time being, are at the 
offices of the National Fascist Syndicate 
of Engineers, Via Vittorio Vento, 7, 
Rome. Dr. Ing. Del Bufalo, President of 
the Italian Federation of Engineers, is 
the President of the new federation 
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High Speed in Germany 


(See editorial note on page 955) 


In the April 6 issue of THE Rartway 
GAZETTE a brief review was given of the 
principal changes which 
brought about on the introduction of 
the summer train services in Germany 
on May 15. Examination of the time 
tables makes it possible to set out in 
detail the fastest schedules now operat- 


were to be 


ing on the main lines of the German 
State Railway, and the aggregate 
mileage which is booked to be covered 


it high speeds. In the first table a 
comparison is made of the number and 
mileage of high speed runs in Germany 


(GERMAN STATE RAILway NuUMPFR AND MILEAGE 
oO Hicu Seer Ru~ 1931-1934 

. 65m p.t 62 mop.h. | SO m-.p-.h. | S8im-.p-.h 

ind over uw over ind over and’ over 

1931 30 (1 
1932 387 (3 
1933 534 (3 71 ; 712 (4 814 (6 
1934 1.231 (8 1.909 (14) 2.920 (25). 5.337 (Gv 


unber of runs making 


in the years 1931, 1932, 1933, and 1934 
respectively. In 1931 the first 58 m.p.h. 
run in German annals had been intro- 


duced; in the subsequent three years 
this single example has grown to 
62 runs, totalling 5,337 miles. Last 
year there were four runs, totalling 


712 miles, booked at 60 m.p.h. and 


over; this year the number so booked 
is 25, and the total mileage 2,920. 


Eight runs are now scheduled at over 
65 m.p.h. from start to stop, of which 
only two—those of the Flying Ham- 
burger, which head the list—are made 
by railcars, the remainder being all 
steam-operated. Further, as was men- 
tioned in the article to which we have 
referred, this is only a beginning, for 
next year will witness the widespread 
introduction of diesel railcars on all the 
principal German main lines, when 
scheduled speeds of over 70 m.p.h. will 
become common. 

In the second table there are set out 
all the runs which are booked at 
speeds of a mile-a-minute and over. 
These are principally on the routes from 
Berlin (Lehrte Bahnhof) to Witten- 
berge and Hamburg; Berlin (Friedrich- 
strasse and Zoological Garten Bahnhof) 
to Hannover, Hamm, and Cologne; and 
Berlin (Anhalt Bahnhof) to Halle and 
Leipzig. In addition to these, well 
over one hundred runs are booked at 
speeds between 55 and 58 m.p.h. in all 
parts of Germany, over the routes 
already mentioned, and on the main 
line from Berlin (Schlesischer Bahnhof) 
to Kdonigsberg, Berlin (Potsdamer 
Bahnhof) to Magdeburg, and elsewhere. 
It will be seen that the majority of the 
runs timed at over 60 m.p.h. are made 
by ‘‘ FD" class express trains, with a 
supplementary fare; many of the ‘‘ D"’ 
class trains, however, with a smaller 
supplementary charge, are booked at 





speeds upwards of 55 m.p.h., over 
certain routes having a number of such 
bookings in succession. As_ regards 
individual trains, the 15.58 from Berlin 
(Zoo.) makes a run at 60-7 m.p.h. to 
Hannover, followed by another at 
64-5 m.p.h. to Hamm; the 60-4 m.p.h. 
journey of the Hook of Holland boat 
express from Osnabriick to Hannover 
is followed by a run at 65-8 m.p.h. to 
Berlin (Zoo.); and the principal FD 
service from Munich to Berlin begins 
with a run at 61-7 m.p.h. to Nuremberg, 
and finishes with a 64-8 m.p.h. schedule 
from Halle to Berlin 


As regards complete services, that 


GERMAN STATE Raitway Runs ar 60 MuP.n 


Berlin (Lehrt Hamburg 
Hamburg Berlin (Lehrte 
Berlin (Lehrte Hamburg 
Hamburg Berlin (Lehrt 
Hannover Berlin (Zoo 
Berlin (Anhalt Hall 

Leipzig Berlin (Anhalt 
Halle Berlin (Anhalt 
Hannover Hamin 

3erlin (Anhalt) Halle 

Halle Berlin (Anhalt 
Hannover Berlin (Zoo 
Hannover Hamm 
Munich Nuremberg 
Lehrte Gardelegen 
Berlin (Zoo Hannover 
Dobrilvgk Berlin (Anhalt 
Spandau Stendal 
Potsdam Magdeburg 
Berlin (Zoo Hannover 


Osnabruck Hannover 


Hamm Hannover 
Stendal Hannover 
Guben Frankfort Oder 
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between Berlin and Hamburg leads the 
way in speed, with 12 trains daily, six 
in each direction, timed at a genera] 
average of 60-0 m.p.h. westbound and 
58-0 m.p.h. eastbound, or 59-0 m.p.h. 


for the whole series. 


Four of the trains 


are non-stop, but the others make from 


one to four stops, all 
included in the 
Berlin and Halle there 


expresses at a 


ot 


average 


are 


general 


a 


which are 
Between 
22 daily 
verage of 


55-6 m.p.h.; between Berlin and Leipzig 
m.p.h.; and 


averaging 53-8 
Berlin and 
principal 


twenty 
between 
tourteen 


Hannover the 
trains, 


7 each 


way, average 170 min. for the journey 


of 157-8 miles, or 55-7 m.p.h. 


year’s acceleration 


This 


programme in 


Germany is probably the most revolu- 
has 
carried out at one single op 


tionary that the world 


so immense a scale. 


AND OVER FROM START TO SioP Si 
Train Distance Vinnie 
miles min 
11-14) 178-1 | 1388 
15-16 178-1 140 
18-07 178-1 154 
7°25 178: 1 157 
13-42 “ 
200-47 1 S 148 
10-s0 100-4 92 
14-31 102-2 94 
18-09 100-4 93 
IS-41 109°6 102 
17-10 100-4 o4 
11-46 100-4 O4 
15-27 157-8 152 
11-26 109-6 106 
12-10 123-3 120 
12-59 63-2 62 
14-00 157-8 155 
8°55 63-9 63 
9-59 37-9 57 
22-09 71-9 71 
15-58 157-8 156 
12-34 82-6 82 
18:47 109-6 109 
O-O4 93-5 
8-28 wo-0 st) 


+ Flying Hamburger railcar 


65 
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yet seen 
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Egyptian State Railways High Speed Trial Run 


(See paragraph on page 904) 
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The test train, weighing 202 tans, behind the tender of standard 


Be 
locomotive No, 56, “King Fuad I," leaving Cairo for Sidi-(ubir, 
120 miles, covered in 1194 min., in spite of numerous delays en rovte 
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NOTES AND NEWS 


L.M.S.R. Bill.—The London Mid- 
land & Scottish Railway Bill was read 
a third time and passed in the House of 
Commons on May 29. It has still to go 
through the House of Lords. 


L.N.E.R. Cart Horses Win Awards. 
Six L.N.E.R. carters entered for the 
Whitsun Monday London cart horse 
parade at Regent’s Park, and each one 
was successful in obtaining a first-class 
award {n addition three were awarded 
long-service prizes. 

Line.——The 
Genoa are 


Italian Underground 
municipal authorities of 
understood to be considering the ques- 
tion of constructing an underground 
electric railway between Sestri 
on the west and Nervi on the east, a 
distance of approximately 12 miles 


Genoa 


Third Class German Sleepers for 
Parties.—-Third class sleeping cars can 
now be reserved on the German State 
Railway for parties of not less than 
28 travellers, or if that number of 
tickets is purchased The fare reduc- 
tion granted for parties applies also 
to the sleeper tickets The minimum 
number of travellers required for re- 
serving second class sleepers under the 


reduced terms has been lowered from 
20 to 16 persons, 
A World’s Record Run.—It is 


reported in The Times that in its journey 
to the Chicago World Fair, where it is 
to ‘be exhibited during the summer, the 
diesel-electric train, the Burlington 
Zephyr, ran from Denver to Halsted 
station in Chicago, a distance of 1,015 
miles, without a stop. The time was 
checked to 13 hr. 5 min. 44 sec., giving 
an average of 77-6 m.p.h., and it is 
claimed that a maximum rate of 
112-5 m.p.h. was maintained for 3 miles. 
Over the 401 miles separating Denver 
and Harvard, Nebraska, the speed was 
79-1 m.p.h The Burlington Zephyr 
was described in the Diesel Railway 
Traction Supplement for May 18. 

A New High-power Lathe.—-One 
of the most powerful lathes ever con- 
structed in Great Britain has recently 
been erected in the reorganised Vickers’ 
works of the English Steel Corporation 
Limited, with the purpose of speeding 
up the machining of large 
The drive to the headstock, which alone 
weighs about 75 tons, is by a 250 h.p 
variable speed motor. For lubrication 
of the machinery, a motor-driven pump 
delivers oil through a filter to a tank 
above the headstock, from which it is 
fed to all bearings and cascades on to 
the gears Interlocking of the push 
buttons on the control panel makes it 
impossible for the driving motor to be 


forgings. 


started before the lubricating system 
is in operation. Windows in the head- 
stock cover and internal electric illu- 


mination provide for rapid inspection 
while the machine is running. <A four- 
speed gearbox, in conjunction with the 
variable speed motor, gives a range of 


spindle speeds of approximately } to 
30 r.p.m On its first run the lathe 
removed 33 tons of material from an 
88-ton boiler drum in an hour, and was 
working well within its capacity. 
Diesel Traction at the Institute of 
Transport Congress.—Included in 
the possibilities of the Institute of 
Transport Congress, which is to be held 
at Leeds from June 6 to 9, is an oppor- 
tunity of observing diesel traction under 
two sets of conditions on the London & 
North Eastern Railway. As recorded in 


ur Diesel Railway Traction Supplement 
f r May i8, the L.N.E.R. has recently 


oO 
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5.3 p.m. and arrive in Leeds at 6.22 
p-m. At the present time this dicsel- 
electric locomotive is working fast goods 
trains between Newcastle and York, 
and makes one trip in each direction 
daily 


Canadian National Earnings. 
Net revenues of the Canadian National 
Railways for the first four months of 
1934 were $1,571,213, compared with a 
net deficit for the same period last year 
of $4,158,083. Gross earnings from 
January 1 to April 30 amounted to 
$50,813,446, an increase of $9,125,013, 
and in the operating expenses of 
$49,242 233 there was an advance of 
$3,395,717. 

Canadian Pacific Earnings.—Gross 
earnings of the Canadian Pacific Railway 





Two Armstrong-Whitworth 250-b.h.p. diesel-electric railcars on the L.N.E.R. 


purchased two 250 b.h.p. Armstrong- 
Whitworth diesel railcars, largely as a 
result of the successful operation of a 
similar vehicle, the Tyneside Venturer, 
since 1932 in the heavily-graded York- 
shire coast areas. The two new cars are 
named Lady Hamilton and Northum- 
brian, and the former is now in non-stop 
service between York and Leeds on the 
standard steam-hauled express timing 
of 30 min. for the 25 miles. Four trips 
a day are made from Leeds to York 
direct, but two of the return journeys 
are made via Harrogate. Certain trips 
are also made to Church Fenton and 
Horsforth. The Northumbrian is at work 
between Hull and Selby. On June 7, 
the delegates and visitors to the Institute 
of Transport Congress are to have the 
opportunity of riding .behind what is 
the largest diesel vehicle in Britain, for 
the Armstrong-Whitworth 800 b.h.p. 
1-Co-1 universal locomotive is scheduled 
to draw the Congress special train from 
Leeds to Thirsk and Darlington, and 
return. Leaving Leeds at 1.25 p.m., 
Thirsk is to be reached at 2.24, and after 
a stop of 41 min., the train will go on to 
Darlington, arriving at 3.30 p.m. The 
return journey is to be made without 
intermediate stop, and the train will 
leave Bank Top station, Darlington, at 


for the month of April, 1934, amounted 
to $9,260,000, an increase of $1,338,000 
on April, 1933. In the working expenses 
of $7,990,000 there was an advance of 
$606,000, leaving net earnings $732,000 
higher, at $1,270,000. For the period 
January | to April 30, 1934, aggregate 
gross earnings were $36,747,000, an in- 
crease of $5,252,000, and the net earn- 
ings of $4,496,000 were higher by 
$2,661,000. ; 


Veteran Locomotive for York Rail 
Museum.—tThe 89-year old L.N.W.R. 
engine Columbine is being transferred 
from Crewe works and placed on exhibi- 
tion in the L.N.E.R. Museum at York. 
The Columbine was built at Crewe works 
in 1845, and had a working life of 57 
years. From 1845 to 1877 it was on 
main-line service, and for many years 
worked the fastest expresses between 
Crewe and London, Crewe and Carlisle, 
and Crewe and Holyhead. From 1877 
to 1902 the engine was attached to the 
Engineer's Department and was used 
to draw the Engineer’s inspection coach 
at Bangor, being named Engineer Bangor, 
In January, 1902, it was withdrawn 
from active service and preserved at 
Crewe works as an exhibition engine of 
early design. In recent years it has been 

























































exhibited both at the British empire 
Exhibition, Wembley, in 1925, and at 
the Liverpool & Manchester Railway 
Centenary Celebrations in 1930 Che 
Columbine has a single pair of driving 
wheels 6 ft. in diameter and a total 
weight in working order of 20 tons 8 cwt 
Railway Air Services Limited. 
Wing Commander Measures has been 
appointed Superintendent of Railway 
\ir Services Limited 


New Halt at Llys, G.W.R.—A new 
halt at Llys, between Gardneddwen 
halt and Llanuwcehllyn, will be opened 
for traffic on Monday next, June 4 


** London Transport Lettering 
for Tube Stock.— Tube rolling stock 
with the new standard lettering of 

London Transport instead of ** Un 
derground ”’ has appeared at the Golders 
Green depot 

Rhodesia Railways Debentures. 

\ new agreement has been reached 
by the representatives of the Govern 
ments of Southern and of Northern 
Rhodesia, and of Bechuanaland, and 
the Rhodesia Railways, the principal 
purpose of which is the reduction of the 
overhead charges of the railways. The 
agreement is to be cancelled at the end 
of five years if the railway company 
has not then converted its debentures 
so as to effect this reduction Provi 
sions are inserted in the agreement as 
to reserve account, rates, stabilisation 
fund, and dividends 

The Week’s Road Accidents.—The 
Secretary to the Ministry of Transport 
has issued the following return, for the 
week ended May 19, of persons killed 
or injured in road accidents : 


Killed in Reported Injured in 
accidents during the accilents 


reported week as reporte | 
during the having = during th 
week died as the week 
result of 
accident 
occurrin 
in previous 
wet 
No, No No 
England 83 26 4,278 
Wales aa 5 176 
Scotland : 11 2 362 
Great Britain 99 28 S16 


The total fatalities of the week as the 
result of road accidents were therefore 
127, as compared with 128 for the 
preceding week. 

Northern Ireland Traffics.—Statis 
tics of railway traffic and receipts in 
Northern Ireland for the first two 
months of 1934, which have _ been 
furnished by the Ministry of Commerce, 
make comparisons with 1932, in view 
of the abnormal position created by the 
strike early in 1933. On railways wholly 
in Northern Ireland, the number of 
passengers in the two 1934 months 
was 487,872, against 601,200 in 1932 
Receipts from passengers were £25,884, 
against £28,212, and goods and live stock 
receipts £31,472, against £44,297, the 
tonnage of merchandise and minerals 
being 96,432, against 128,619 On 
railways partly in Northern Ireland, 
the number of passengers in the two 
1934 months was 497,761, against 
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729,860 for the first two months of 
1932, receipts from passengers being 
£45,114 against /56,131 Goods and 
live stock receipts amounted to £92,008, 
against £132,297, and the tonnage of 
merchandise and minerals was 157,999, 
against 203,890 


L.N.E.R. 2-8-2 Express Locomo- 
tive. rhe new L.N.E.R. 2-8-2 express 
locomotive for service between Edin- 
burgh and Aberdeen, which is. the 
subject of an illustrated description in 
another part of this issue, bears the 
name Cock o' the North which was 
formerly carried by one of the Reid 
North British Atlantics No. 9903. This 
locomotive has been renamed = Aber- 
donian, No. 9868 of the same class, 
which was formerly so named, having 
been withdrawn from service 

C.P.R. New Issue. The Canadian 
Pacific Railways $12,000,000 bond issue, 
which was opened for public subscrip 
tion on May 30, was over-subscribed 
the same day The bonds were offered 
by a syndicate of financial 
throughout Canada at $97} The 
bonds are convertible on the option 
of the holder at any time within 7 years 
on the basis of four common shares for 
each $100 bond. The issue is of 15-year 
collateral trust bonds, bearing in- 
terest at 4 per cent., and is intended 
to replace existing 5 per cent. issues 


houses 


The Guernsey Railway. —lIt is 
reported that service is to be discon- 
tinued on the only railway in Guernsey, 
that between St. Peter Port and St 
Sampson. The route of the line, which 
is practically an electric street tramway, 
is shown on the accompanying map 
The Guernsey Railway Co. Ltd. was 
incorporated on September 22, 1888, 
and the railway converted from steam 
to electric traction in IS9L by Siemens 
Brothers & Co., and opened in Novem 
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ber, 1892, with electric tramears taking 
current by trolley poles from an over- 
head wire. Many interesting features of 
this railway are described in the June 
issue of our monthly contemporary, 
The Railway Magazine : 


Diesel Locomotives for India. 
Owing to a regrettable error, it was 
stated in the Diesel Railway Traction 
Supplement for May 18 that the two 
diesel locomotives built by W. G 
Bagnall Limited, of Stattord, for India, 
were constructed to the inspection and 
requirements of Messrs. Robt. White & 
Partners, whereas the Consulting Engi- 
neers for the Assam Railways and 
Trading Co. Ltd. and the Budla Beta 
tea plantation, to which the locomotives 
were delivered, are Messrs. Robt. Bruce 
& Sons, of 153, Moorgate, London, E.C.2 


An Exceptional Load on _ the 
L.M.S.R.— Fourteen days will be re 
quired to convey each of the 45-ton 
English Electric rotors for the Galloway 
power station from Stattord to Castle 
Douglas, a transport feat which has 
been undertaken by the L.M.S.R 
Owing to the exceptional size of the 
load, which is 13 ft. 54 in. wide, the 
journey can only be undertaken on 
Sundays, hence the leneth of time 
necessary to cover the 220 miles \ 
halt of a week is necessary at Carnforth, 
on conclusion of the first stage, before 
the journey can be completed on the 
following Sunday 


Summer Train Service Accelera- 
tions.— Numerous accelerations of and 
additions to the British railway train 
services are to come Into Operation on 
July 9. On the Great Western there 
will be a new train at 9.30 a.m. on 
Saturdays for Plymouth and Cornwall 
Other new Saturday expresses will be 
8.50 a.m. to South Devon (first stop 
Teignmouth) ; 9.385 a.m. to Minehead 
and Ilfracombe 940) a.m. Bristol to 
Exeter, Plymouth and Penzance; 9.0 
a.m. Perranporth to Paddington (non- 
stop from Brent Phe Channel Islands 
boat express will leave at 8.30) a.m 
instead of 9.30, as previously, and will 
give correspondingly earliet arrival times 
at Guernsey and Jersey Important 
new business connections will be atforded 
from Mondays to Fridays by the follow- 
ing new trains: 9.40 a.m. Paddington 
to Stroud, Gloucester and Cheltenham ; 
4.20 p.m. Cheltenham and Gloucester 
to Paddington ; 9.5 a.m. and 3.40 p.m 
3irmingham to Gloucester, Newport 
and Cardiff; 9.10 a.m. and 4.50 p.m. 
Cardiff to Gloucester and Birmingham ; 
8.30 a.m. Gloucester to Cardiff; and 
4.50 p.m. Cardiff to Gloucester. The 
outstanding acceleration is the re-timing 
of the 10.8 a.m. train from Oxford, 
which will leave Oxford at 10.10 a.m. 
and be due at Paddington, 633 miles, 
at 11.10a.m. There will be an extension 
of the buffet car services, and a number 
of additional new Sunday trains will be 
put into operation. On the L N.E.R. 
the principal expresses to be acc elerated 
are between King’s Cross and 5car- 
borough, King’s Cross and Skegness, 
Liverpool Street and Hunstanton, Liver. 
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pool Street and Cromer, and those on 
several cross-country routes There 
will be numerous accelerations in Scot 
land, and additional through trains and 
connections generally will be provided 


Austrian Railway Electrification’ 

An association with the object of 
furthering the electrification of the 
Austrian Federal Railways has been 
formed under the presidency of Professor 
SeefehIner, a former General Manager 
of the Austrian Federal Railways. The 
association has set itself the task of 
popularising the idea of railway electri 
fication in Austria. 


International Congress for Steel 
Development. —An international con 
eress to discuss recent advances in 
building with steel will be held in 
London from June 20 to June 23 
Papers dealing with the developments 
that have taken place during the past 
year will be read at the Institution of 
Civil Engineers, Great George Street, 
S$.W.1. The subjects include long span 
bridges, steel bridge design, 
columns with concrete cores, rigid steel 
frames, and the application of welding 
to railway rolling stock 


steel 


Southern Railway Rebuilt Baltics. 

Seven of the Southern Railway 
Baltic tank locomotives are to be re 
built with separate tenders, consequent 
on the forthcoming electrification to 
Eastbourne, when there will no longe1 
be any suitable service for the Balti 
class, owing to their limited water tank 
capacity With their separate tenders 
the rebuilt engines will be comparable 
with the King Arthur ”’ Unde 
me L.B. & S.C before grouping, 
three of the Baltics bore names (Charles 
C. Macrae, Stephenson, and 
brance Opportunity will now be taken 
to name the whole seven as follows 
No. 2327, Trevithick 2328, Hack 
worth: 2329. Stephenson: 2330, Cud 
worth 2331, Beattie 2332, Stroudley 
and 2333, Remembrance 


( lass 


> 04 ” 
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London Transport Bill. Conside1 
ation of the London Passenger Trans 
port Board Bill was resumed on May 29 
by the Select Committee of the House 
of Commons, presided over by M1 
Annesley Somerville, when further evi 
dence was given for the promoters by 
Mr. Frank Pick, Vice-Chairman of the 
board \ further witness for the pro 
moters was Mr. T. E. Thomas, General 
Manager of the Board’s tramways and 
trolleybuses Their evidence related to 
the proposal to make Bedford Square 
a turning place for trolleybuses using 
Tottenham Court Road The Com 
mittee, without calling upon counsel 
for the petitioners, disallowed the 
proposal to use Bedford Square as a 
turning place On Wednesday, Mr 
Tyldesley Jones, K.C., counsel for the 
promoters, undertook that the board 
would not apply to the Minister of 
Transport for a turning place off 
Tottenham Court Road without the 
consent of the Duke of Bedford and 
the Trustees of the British Museum 
Eventually the Committee sanctioned 
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a trolleybus route down ‘Tottenham 
Court Road, subject to its not going 
south of Francis Street 


New Coaling Plant for Rugby, 
L.M.S.R.—A new mechanical coaling 
plant of the overhead bunket type Is 
under construction at the Rugby motive 
power depot, L.M.S.R. The installation 
is part of a general scheme of improve- 
ments now being carried out at Rugby 
and including the provision of an ash- 
disposal plant and the re-organisation 
of the track layout to speed up the 
handling of locomotives starting and 
finishing shifts. Similar schemes will be 
completed this year at the L.M.S.R 
motive power depots at Longsight 
(Manchester), Edge Hill (Liverpool), 
Monument Lane, Aston, Springs Branch, 
Bescot, Wallsall, and Farnley Junction 


Teaching Enginemen by Films. 
Phe L.N.E.R. is now arranging to ex 
hibit silent cinema pictures of different 
sections of the line as a useful aid to 
enginemen in memorising the exact 
position and purpose of the signals on 
lines with which they are unfamiliar 
Lengths of film are shown slowly, to 
unfold the whole of the look-out view 
ahead, Over a particularly busy section 
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of line where the signals are many and 
complicated. The films are taken from 
the front of a saloon propelled at a 
speed of 20 m.p.h. over the route actu- 
ally followed or likely to be followed by 
the enginemen, and it is intended to 
project these on screens in the various 
enginemen’s mutual improvement class 
rooms provided by the company at many 
of the engine sheds. Non-inflammable 
sub-standard film is used The new 
method is to supplement the present 
practice, and the strictness of examina- 
tion of men for driving positions is not 
relaxed by its introduction. 


‘* Paddington 7000 ’’ Goes Auto- 
matic.—On Monday last, May 28, the 
private telephone exchange at Padding 
ton station was switched over from 
manual to automatic operation. The 
new exchange, which is believed to be 
the largest privately-owned automat 
exchange in the country, has a capacity 
for LOO post office lines and 1,000 ex- 
tension lines serving the various depart- 
ments. It was described and illustrated 
in Our issue of April 6 last At first 
only 75 per cent. capacity is being 
required to deal with the 13,000 calls 
now made daily, the remainder being 
held in reserve for future extensions. 





Streamlined Coaches for New Haven Railroad 


\n interesting application of stream 
line principles will be seen in the design 
of fitty new ceaches for the New Haven 
Railroad, to be constructed by the 
Pullman-Bradley Car Corporation, a 


Pullman, Inc. It has 


po sible to make a sub 


subsidiary of 
been found 


stantial reduction in weight as well as in 
air resistance. A cross-section ap 
proaching the tubular has been adopted 
in order to reduce drag due to the 
abrupt deflection of air currents. A 
further departure from the conventional 
outline of American passenger stock is 





Above, General of new 


coaches ; below, the modern seating 


appearance 

















the elimination of the clerestory roof, 
made possible by the use of air-con 
ditioning plant in place of older systems 
of ventilation. The overall height of 
the cars is thus reduced by 12 in. with- 
out encroaching upon the passenger 
headroom. There are no external 
mouldings on the sides, and_ the 
windows are grouped in pairs and 
framed in a round-cornered polished 
aluminium band. 

No less careful attention has been 
paid to the interior appointments with 
a view to securing the maximum 
comfort. The seats will be constructed 
of steel tubing and _ pivoted. Alu- 
minium luggage racks assist in effecting 
economy of weight. The lighting 
system has been designed to project the 
light downwards in controlled beams, 
eliminating glare and providing concen- 
trated illumination exactly where it is 
required. 
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CONTRACTS AND TENDERS 


Suren Piras & Co. has received an 
order from the Indian Stores Depart 
ment for 250 16-ton axles, broad-gauge, 
at Rs. 27,969 c.i.f. Karachi 


Leyland Motors Limited has received 
an order for Leyland single-decked 
passenger chassis for the South African 
Railways and Harbours Board motor 


services. 


Guest, Keen & Nettlefolds Limited 
has received an order from the United 
Railways of the Havana and Regla 
Warehouses Limited for 16,600. steel 
fish bolts 


Klectro Mechanics Limited has re 
ceived an order from the Indian Stores 
Department for 5,000 11 ft. 74 in. by 

, 


2 in. steel boiler tubes, at Rs. 21,120 
c.i.f. Karachi 


The United Steel Companies (Wor 
kington [Iron & Steel Branch) has re 
ceived an order from the Peruvian 
Corporation for 10,000. steel bearing 
plates for 70-lb. rails 


The Tilley Lamp Company has re 
ceived orders from the L.M.S.R. for 
over 300 lamps of the A.L.9 pattern 
for the use of permanent-way men 
hese are to replace the naphtha flares 
formerly used. 


Henry Williams (India) (1931) Limi 
ted has received an order from the 
Indian Stores Department for 1,000 
pairs of broad-gauge disc wheels and 
axles at a total price of Rs. 4,39,313 
f.o.r. Calcutta. 


Rate contracts against tender No. 
M-4295 for roofing materials have been 
placed by the Indian Stores Department 
with Plummer Bros. & Co. for Ruberoid 
roofing, felt, compound and galvanised 
tacks, super tropical quality ; and with 
Jessop & Co. and Geo. Service & Co. 
for Rok roofing, felt, compound and 
tacks. 


The Agent, East Indian Railway, 
has placed orders as_ follow Henry 
Williams (India) (1931) Limited: 60 
sets switches for 90 Ib. F.F.R.B.S. rails 
at Rs. 288 per set and 60 sets of stretcher 
bars ; Hooghly Docking & Engineering 
Company 400,000 sets M.S. jaws for 
cast iron sleepers at Rs. 0-2-4 each 
f.o.r. Howrah. 


More Sentinels for Peru 

rhe Sentinel Waggon Works Limited 
has received from the Peruvian Corpora 
tion a further order for Sentinel-Cam 
mell steam railcars and locomotives for 
service on the Central Railway of Peru. 
The new order comprises one Sentinel- 
Cammell double-engined steam railbus 
to seat 82 passengers, second class only, 
with double entrance doors and one 
lavatory; one Sentinel-Cammell bogie 
trailer car to operate with the railbus, 
having seating accommodation for 20 
first and 44 second-class passengers, 
double entrance doors and two lava 
tories ; and one Sentinel-Cammell 
double-engined steam rail freight unit 





having a carrying capacity of 20 tons: 
Kach power vehicle will be equipped 
with two compound engines and a 
type 7 Woolnough boiler. Automatic 
oil firing is incorporated in the design 
and the vehicles will be suitable for one 
man control. 


Shaw, Wallace & Co. has received an 
order from the Indian Stores Depart 
ment for 550 16-ton broad-gauge axles, 
at Ks. 73,150, 400 broad-gauge 3 ft. 7 in. 
wheels at Rs. 28,400, and 605 glut rings 
at Rs. 1,591, free delivery G.1I.P. Rail 
way ; 420 pairs broad-gauge dise wheels 
and axles at Rs. 1,81,860 f.0.r. Calcutta ; 
and 400 glut rings at Ks. 890) c.1.t 
Karachi. 


Heatly & Gresham Limited has re 
ceived orders from the Indian Stores 
Department for side buffer recoil springs 
(flat rate contract at Ks. 0-3-8 free 
delivery Howrah); 400 tyres for B.G 
3 ft. 7 in. wheels at price of Rs. 24,550 
c.f. Karachi; 1,000 16 ft. 9 in. by 
2} in., 1,600 18 ft. 9 in. by 2} in. and 
150 15 ft. 2g in. by 2} in. steel boiler 
tubes at prices respectively of Ks. 7,057, 
Ks. 12,625 and Ks. 4,075 


Wright, Pinhorn & Partners Limited 
has received orders from the Indian 
Stores Department for 250 16-ton broad 
gauge axles at Rs. 28,250 c.1.f. Iarachi ; 
520 pairs dise wheels and axles, broad 
ks. 2.28, 800 free delivery 
Burn & Co.'s siding, Ramristopore ; 
13,300 11 ft. Sin. by 1} in., 2149 ft. by 
24 in., and 150 18 ft. 9} in. by 54 in 
steel tubes, at prices respectively ot 
Rs. 56,178-10-4, Rs. 1,319-10-8, and 
Rs. 5,833-9-6. 


gauge, at 


Indian Metre-gauge locomotives 

Tenders are invited by the Stores 
Purchase Committee, Government ot 
Mysore, for two metre-gauge 2-6-2 
superheated tank locomotives, through 
Messrs. Rendel, Palmer & Tritton, 55 
Broadway, Westminster, S.W.1. Ten 
ders are receivable by August 6. 

Tenders, receivable by June 20, are 
invited on a rupee basis for the supply 
to the North Western Railway of India, 
Lahore, ot copper plates for patching 
locomotive boiler plates. Tenders are 
also invited on a rupee basis, receivable 
by June 26, for the supply of copper 
firebox side and crown plates. 

Tenders are invited by the Chief 
Controller of Stores, Indian Stores 
Department, Simla, receivable by June 
18, for 35,000 sets of buffer recoil 
springs required for the North Western 
Railway of India. The following tenders 
are also invited, receivable on the dates 
named: For lavatory fittings and spare 
parts for railway carriages (receivable 
June 25) ; for mild steel bolts and nuts 
ior track on the East Indian Railway, 
including 52,000 fishbolts and nuts 
(receivable June 27); for electrically 
driven pumping plant (receivable June 
28); and for 500 carriage and wagon 
axles, 9,000 bolts, 675 glut rings, and 
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$50 steel tyres for broad uge 


Stor k 
30 glut rings and eight 3 ft. 7 in. diam 
disc wheels for broad e electric 
moto coaches, Hd clisk vheels for 
2 ft. 6 in.-gauge coaching and goods 
stock, three crank axles, thre« straight 
axles, and 158 steel tyres for 5 tt. 6 in 


gauge locomotives, and 24 steel tyres 
for 2 tt 6 in.-gauge locomotives 
required for the G.L.P. Railway receiv- 
able July 9 


Phe Rio Grande do Sul State Railways 


\dministration is calling for tenders 
to be presented in) Porto Alegro by 
July 10, for the supply of 10 cold storage 
wagons to be used for the transport of 
refrigerated meat lirms desirous of 
offermmg wagons of United WKinedom 
manufacture can obtain the further 
details from the Department of Overseas 


Track 


Fenders are invited, receivable in the 
\gent’s office, East Indian Railway, 
105, Clive Street, Calcutta, by June 19, 
for the supply of boilers and super 
heater conversion of 0-6-0) class loco 
motives and for the supply of evlinders 
and motion parts for superheater con 
version of 0-6-0 and 2-6-4 class loco 


motives Fenders are also invited 
receivable on June 12, for a total of 
#12 sets of various types of compound 


fishplates 








Forthcoming Meetings 


June 5 (Tu Antofagasta (Chili)’ & 
Bolivia Railway Co. Ltd. (Ordinary 
Winchester House, Old Broad 


Street, E.C 2, at 12 noon 


General 


Forthcoming Events 





June 2 (Sat.).-Permanent Way Institution 
Manchester-Liverpool Visit to Liverpool 
Overhead Railway Jubilee Dinner at 
St. George’s Restaurant, 5, Kedcross Street, 
6.30) p.m 

June 4 (WV Indian State Railways, at Cale 
Monico, Shattesbur \ Londom 
W.1, 7 for 7.30 | Ann Dinner. 

June 6-9,——Institute of Transport, at Leeds. 
Annual Conere 

June 9 (Sat Steph nl tive Society. 
Visit to Gas I & ¢ Co.’s Works, 
Beckton. 

June 13 (Wed Institution of Civil Engineers, 
Great George Street, London, S.W.1. 
Conversazione . 

June 15-16 Institution of | vay Signal 
Engineers, at Cardiff. Su r Meeting. 

June 15-18 Railway Stud \ssoclation 
(London), at Belfast An Convention. 

June 15-18 Railway Stuck \ssociation 

London), at Belfast \r Convention 

June 15 16 Institution Railway Signal 
Engineers, at Cardiff. Su Meeting 

June 21 Thu Institution Electrical 
Engineers, at Natural H Museum, 
London, S.W.7 Annual ¢ rsazione 

June 26—-29.—Institution of M inical Engi 
neers, at Liverpool. Sunu Meeting. 

— ——————————————— 





PERTH LOCAL TRANSPOR! On Tues- 
day (May 29) the Perth Town Council 
decided, by 17 votes to 7, to lease for 
21 years the municipal transport under- 
taking to W. Alexander & Sons Ltd., 
one of the Scottish Motor fraction 
group of companies and al associate of 
the L.M.S.R. and L.N.E.R. W Alex- 
ander & Sons Ltd. will make a capital 
payment of £22,000 and an annual pay- 
ment of £1,500 for 21 years 
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Canadian National Railway Company 


WELLINGTON GREY & BRUCE RAILWAY 
COMPANY, 7 PER CENT. BONDS 

YTOTICE IS HEREBY GIVEN that the 

N estimated earnings ot the Wellington 


Grey & truce Railway for the half-year 
ending 30th June, 1934, applicable to meet 
interest on the Bonds, will admit of the pay 


ment of £3 14s. 8d. per £100 Bond, and that 
this payment will be applied as follows, viz 

2 12s. 2d. in final discharge of Coupon 
No. 103 due Ist January, 1922, and £1 2s. 6d 
on account of Coupon No. 104 due ist July, 
1922, and will be made on and after Ist July 
next at ihe offices of the Canadian National 
Railway Company, Orient House, 42/5, New 
Broad Street, London, England. 
The coupons must be left three 
for eXamination. 


clear days 


H. CONEYBEARE 
European Secretary and Treasurer 
London 
29th May, 1934 


Canadian National Railway Company 


WELLINGTON GREY & BRUCE RAILWAY 
COMPANY, 7 PER CENT. BONDS 


a? the semi-annual ballot for May, 1934, 
i the following Wellington Grey & Bruce 
Railway Company 7 per cent Bonds were 
drawn and will be paid at par at the offices 


of the Canadian National Railway Company 
in Montreal, Canada, or at Orient House 
42/5, New Broad Street, London, E.C.2, Eng 


land, on the Ist July next, that is to say, 
Bonds numbered 


180, 519 641, 667, 126! 1346 1479 177 
1796, 1840 1877 2029, 2194, 2276, 247 2627, 
2706 § 3016 034 3046, 5082 3099 3130 
3142, 331 3325, 3343, 3490, 3565, 3744 3883, 
4002, 4180 4243 426° 4360 4425 4448 4509 
4524, 4593, 4621 4694 4750, 48350 491 27, 
5030, 5287 

In all £5,000 sterling 

Holders of these Bonds will take notice that 

the interest will cease after Ist July next 
A. H. CONEYBEARE 


European Secretary and Treasurer 
London 
29th May, 1924 
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OFFICIAL NOTICES 


The Rohilkund & Kumaon Railway 
Company Limited. 


YHE Directors are prepared to 
Tenders for the supply of : 
138 PAIRS WHEELS AND AXLES FOR 
WAGONS, 
us per Specification to be seen at the Com- 
pany’s Offices. 

Tenders addressed to the undersigned, and 
envelope marked ‘“ Tender for Wheels and 
Axles,” with name of firm tendering, to be 
lodged not later than noon on the 12th day 
of June, 1934. 

For each Specification a fee of 10s. will be 
charged which cannot, under any circum- 
stances, be returned. 

The Directors do not bind 
accept the lowest or any Tender 

By Order of the Board, 
W. R. IZAT, 


Secretary. 


receive 


themselves to 


237, Gresham House, 
ld Broad Street 


24th May, 1934 


London, E.C.2. 


London & North Eastern Railway 


ig tag toy is hereby given that, for the pur- 
4 pose of preparing the Warrants for 
{uterest on the Company’s 3 per cent. and 
4 per cent. Debenture Stocks and 44 per cent 
‘inking Fund Debenture Steck for the half- 
year ending 30th June, 1934, the balances will 
be struck as at the close of business on 
ith June, and Interest will be payable only 
to those Stockholders whose names are regis- 
tered on that date. 

Transfers of the above-mentioned Stocks 
should, therefore, be lodged with the Registrar 
ef the Company at Hamilton Buildings, Liver- 
pool Street Station London, E.C.2, before 

pm. on lith June. 

By Order, 

JAMES McLAREN, 
Secretary 
Marylebone Station 
London, 
Ist June, 1934 
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The Buenos Ayres Great Southern 
Railway Company Limited. 


‘FV\HE Directors of the Buenos Ayres Great 
Southern Railway Co. Ltd. hereby give 
notice that the Register of Debenture Stock- 
holders will be closed from Wednesday, the 
6th June, to Tuesday, the 16th June, 1934, both 
days inclusive. 
By Order of the Board, 
Rk. TREISTRAM HARPER, 
Secretary 
River Plate House, 
Finsbury Circus, London, E.C.2. 
30th May, 1934 


South Indian Railway Company Limited. 
HE Directors are prepared to 
Tenders for the supply of : 
MILD STEEL BARS AND SHEETS. 

Forms of Tender will be 

Petty 


receive 


Specifications and 
available at the Company’s Offices, 91, 
France, Westminster, S.W.i. 

Tenders, addressed to the Chairman and 
Directors of the South Indian Railway Co 
Ltd., marked “ Tender for Mild Steel Bars and 
Sheets,” with the name of the firm tendering 
must be left with the undersigned not [ater 
than 12 noon on Friday, the 15th June, 1934 

Ihe Directors do not bind themselves to 
accept the lowest or any Tender. 

A charge, which will not be returned, will 
be made of 5s. for each copy of the Specifica 


tion. 
A. MUIRHEAD, 
Managing Director 
1, Petty France, 
Westminster, S8.W.1 
30th May, 1934. 


OFFICIAL ADVERTISEMENTS 


( FFICIAL ADVERTISEMENTS intended for 

insertion on this page should be sent in 
as early in the week as possible. The latest 
time for receiving official advertisements for 
this page for the current week’s issue is noon 
on Thursday. All advertisements should be 
addressed to: —-The Railway Gazette, 33, Tothill 
Street, Westminster, London, 8.W.1. 








RAILWAY AND OTHER REPORTS 


Bombay, Baroda & Central India 
Railway. The directors will propose, 
at the general meeting to be held in 
July next, the payment, in addition to 
the half-vear’s guaranteed interest of 
{1 10s. per cent., of a final dividend for 
the financial year ended at March 81, 
1934, of 41 10s per cent., making a total 
payment in July next of 43 per cent 
less income tax The return on the 
capital stock for the year will 
therefore be 46 per cent , less income tax, 


whole 


the same as for the previous yeat 

Wellington Grey & Bruce Rail- 
way.—-lhe numbers are announced of 
Wellington, Grey & Bruce’ Railway 
Company 7 per cent. bonds, which have 
been drawn and will be paid at par at 
the offices of the Canadian National 
Railway ¢ ompany in Montreal, Canada, 


or at Orient House, 42-45, New Broad 
Street, 1£..C.2, on July 1 next, when 
interest thereon will cease It is also 


announced that the estimated earnings 
of the Wellington, Grey & Bruce Rail 
way Company for the half-year ending 
June 30, 1934, applicable to meet 
terest on the bonds, will admit of 
the payment af £38 14s, 8d pe f100 
bond, aud this payment will be apphed 
AS fd)lo\ £2 125, 2d. in final discharge 


of coupon No. 103, due January 1, 1922, 
and will be made on and after July 1 
next, at the offices of the company in 
London. Coupons must be left three 
clear days for exarhination 


J. Stone & Co. Ltd.— After trans 


ferringe 445,000 from contingency ac 

count and mcome-tax reserve, being 
no longer required, a net profit for 
1933 is shown of £11,365 rhe net 
profit for 1932 was £14,801, after 


crediting 432,073 net profit on sale of 
investments and £17,284 from specific 
reserves no longer required. After pro- 
viding for the preference dividend 
£39,000), the balance forward is _re- 
duced from £121,490 to £93,855. The 
company’s export trade is still seriously 
hampered by exchange restrictions, &c,, 
and it was only towards the end of the 
year that any improvement in general 
trade was experienced 


Southdown Motor Services 
Limited.—This company, which is 
jointly controlled by the Southern 


Railway Company and Tilling & British 
\utomobile Traction Limited, secured 
in the year ended March 31, 1934, a 
gross revenue of £806,552 After 
deducting £413,982 for opetating and 


maintenance expenses, £123,943 for 
Roads Act duties, rates and taxes, 
£44,949 for administration and general 
expenses, £120,570 for depreciation, 
8,000 for debenture interest and 
redemption, and other items chargeable 
against revenue, there remains a profit 
of £81,158, to which must be added 
£20,543 brought forward, making a 
total of £101,701. Out of this amount it 
is proposed to place £10,000 to reserve, 
to pay a dividend of 10 per cent. and a 
bonus of 5 per cent. (£67,500), carrying 
forward /24,201 

Chloride Electrical Storage Co. 
Ltd.—The accounts for the year ended 
March 31, 1934, ; profit of 
£244,910. After charging depreciation 
and directors’ fees, and _ providing 
£15,000 for income tax, the net profit 
is £214,313 This compares with 
£139,329 for 1932-33, after providing 
£17,500 for income tax. The sum of 
£839 (against £2,360) has been written 
off investment account in respect of a 
subsidiary’s loss. The directors propose 
to pay a final dividend of 5 per cent 
on the ordinary shares, making 10 per 
cent. for the year (against 12 per cent.). 
They also propose to place £125,000 to 
general reserve (against nil), and to 
allocate again £11,000 for the benefit 
of employees, after which the balance 
forward will be teduced from £104,129 
to £72,191 


show a 

















































THE RAILWAY CAZETTE 


British and Irish Railway Traffic Returns 


| Totals for 21st Week 


GREAT BRITAIN 


| 1934 1933 Inc 


L.M.S.R. (6,940? mls:) £ { 
Passenger-train traffic... 499,000 421,000 
Merchandise, &c 366,000 424,000 
Coal arid coke 137,000 185,000 
Goods-train traffic 503,000 609,000 
fotal receipts 1,002,000 | 1,030,000 


LN. E . (6, 339 mis.) 
P: assenger-train traffic 
Merchandise, & 
Coal and coke 
Goods-train traffic 
otal rece ipts owe 


322 000 
281,000 
152,000 
$33,000 


755,000 


269,000 
287,000 
183,000 
470,000 
739,000 


G. wW. R. (3,750) mis.) 
Passenger-train traffic... 
Merchandise, &c. 
Coal and coke 
Goods-train traftic 
Total sitets.t0e 


198,000 
144,000 

64,000 
208,000 
406,000 


181,000 
177,000 

90 000 
267,000 
448,000 


S.R. 2,176 mils. ) 
Passenger-train traffic 305,000 270,000 
Merchandise, &c. 58,500 64,500 
Coal and coke 20 500 24.500 


Goods-train traffic ona 79,000 
otal receipts 384,000 


89,000 
359,000 


Liverpool Overhead ... 1,386 1,130 
(64 mls.) 
Mersey (44 mls.) ois $,099 3,743 
*London Passenger 
Fransport Board 571,600 
IRE L AND 
Belfast & C.D. pass. 2,138 2,237 
(80 mls. 
goods 489 468 
total 2.627 2,705 
Great Northern pass. 9,000 7,350 
(562 mls.) 
ee e goods 7,350 8,950 
ee i total 16,350 16,300 
Great Southern pass. 23,879 19,344 


(2,168 mls.) 
goods 30,454 


, 28,816 
re - total 54,333 


48,160 





Ww hit nds iv, 1934. 


| lotals to Date 


. or Dec: 1934 1933 Inc. or Dec. 


/ 4 4 f 
78,000 8,574,000 8,284,000 290 000 


58,000 9,272,000 8,509,000 763,000 
48,000 511 70'000 $922,000 | 4+ 248,000 
106,000 14,442,000 13,431,000 | + 1,011,000 
28,000 23,016,000 + 1,301,000 


21,715,000 









53,000 5,520,000 5,374,000 (4 146,000 
6,000 6,567 000 5,845,000 |4+ 722,000 
31,000 4,987,000 4,500,000 | 4 487,000 
37,000 | 11,554,000 | 10,345,000 | + 1,209,000 
16,000 17,074,000 15,719,000 | + 1,355,000 
17,000 3,578,000 3,539,000 39,000 
33,000 3,698,000 3,407,000 291,000 
26,000 2,176,000 2,144,000 32,000 
59,000 5,874,000 5,551,000 |4+ 323,000 
42. 000 9 452,000 9,090,000 (+ 362,000 
35,000 5,336,000 5,183,000 153,000 
6,000 1,282,000 1,232,500 49,500 
4,000 700,000 646,500 53,500 
10,000 1,982,000 1,879,000 103,000 
25,000 7,318,000 7,062,000 256,000 
256 22,875 22,194 | + 681 
356 87,509 83,127 |-+ +382 
23,776,600 
bebe 39,073 40,013 940 
21 11,269 11,180 |4 sy 
78 50 342 51,193 S51 
1,650 159,650 89 500 70,150 
1,600 172,850 99.450 73,400 
50 332,500 188,950 + 143,550 
4.535 413,620 397.688 : 15,932 
1,638 679,063 650 057 29 O06 
6,173 1,092,683 1,047,745 $4,938 





* 47th Week 








Quicker Travel to Northern 
Ireland.—The L.M.S.R. is introducing 
to-day (June 1) accelerations both in the 
day services between England, Scotland 
and Northern Ireland via Stranraer- 
Larne and in the principal train services 
of the Northern Counties Committee 
section. Through carriages for Stranraer 
will be run on the 10 a.m. Royal Scot 
from Euston, the arrival at Belfast by 
this service being 9.50 p.m., or 20 
minutes earlier than last summer. From 
Belfast the service will leave at 9.37 a.m. 
instead of 9.10 a.m., and the arrival in 
London will be 32 minutes earlier than 
last summer. From Glasgow to Belfast 
the corresponding acceleration will be 
27 minutes, and in the reverse direction 
30 minutes. In Northern Ireland many 
improvements will be made to the 
N.C.C. services as a result of the recent 
opening of the Greenisland loop line and 
other operating developments. Up to 
25 minutes saving in journey time will 
be effected by the principal trains 
between Belfast and Portrush, and 
Belfast and Londonderry, in addition 
to the speeding-up of the trains which 


connect with the  Larne-Stranrae™ 
steamers A new train, the North 
Altantic Express, equipped with buffet 
car will run in each direction daily 
between Portrush and Belfast, perform- 
ing the journey in 8O minutes 








. . y . ; 

Questions in Parliament 
Railway Companies and Air Travel 

Lieut.-Col. Sir W. Smiles, on May 30, 
asked the Minister of Transport if he 
was aware that railway companies were 
putting pressure on recognised travel 
agencies to restrict or prevent the sale 
of the tickets available by small air 
passenger-carrying companies. 

Mr. Stanley : I am aware that under 
the conditions of their appointment 
railway ticket agents are precluded 
from selling tickets for air services 
without the consent of the railway 
companies, and that such consent has 
been refused in the case of certain air 
services operated in competition with 
services provided by the railway com- 
panies. I see no reason to intervene in 
the matter 


June 1. 1934 


British and Irish Railway 
_ Stocks and Shares 


~ + Prices 
DP nn OP om 
Stocks ES | 5S . 
Stoc aS $9 ; 
l~ | §= | May Rise! 
j= - 30, . 
1934 Fall 
G.W.R. ” 
Cons. Ord. ...| 9912 | SI Bis = 
5° Con. Prefce. ...| 19954 6912 [11215 ate 


5%Red.Pref.(1950) |10914 | 8712 | 10915 
4%, Deb. ...{L081516 9914 | 108 


43° Deb.... —...,108 100341101 
44°, Deb.... .../ 116 106 11715 
5% Deb. ... (128 |1171g 1281, an 
24°, Deb.. ...| 65 | 60 701g I 
§°% Rt. Charge ... 124 11112 |1271, — 


09 a 
5% Cons. Guar. .../122 103 124ig 


L.M.S.R. 
Ord. 2978 21g | 23 9 
4% Prefce. ‘ 923) 51 17 1915 5 
4%, Prefce. scl om 3314 | 78 2 
5° Red. Prf. (1955) 93 4714 | 99 ai 
4% Deb. ... ...(10314 | 8912 | 104 
§° em y|114 105 1111, as 
qo Guar. ... .| 9714 683g | 991. | +41, 
L.N.E.R. 
5% Pref. Ord. ...| 2212 734 | 18 114 
Def. Ord. ... ...| 1034 41, 8 4 
4°, First Prefce. ... 651, 193g 661 31 
4°, Second Prefe .| 4012 | 1214 | 33 315 
5° Red.Pref.(1955) | 8354 | 27 S8 | 
4% First Guar. ...| 9454 | 5814 | 96 
4°, Second Guar. 8914 48 91 
3% Deb. ... ‘gel Se 6014 | 78 = 
4°, Deb. ...| 0234 | 80 102 1 
§% ’Red.Deb.(1 947)|112 10219 | 10815 — 
434°, Sinking Fund 10712 9834 | 10612 _ 
Red. Deb. 
SOUTHERN 
Pref. Ord.... or es 2734 | 76 3 
Def. Ord. ... ..| 2438 93g | 9415 2 
5° Prefce. .-/LO71116) 74 111 i 
5% Red.Pref.(1964) 10754 787g (1411 = 
5% Guar. Prefce. 12414 10234 (12415 
5°, Red.Guar.Pref. |1155g {10312 115 
(1957) 5 
4% Deb. ... ... 1071s 9634 107 =— 
% Deb. ... {12612 [11414 |) 261) — 
4% Red. Deb. |10714 |100 10719 — 
1962-67 
Betrast & C.D. : 
Ord. eee ose 6 | 4 6 _ 
Fortn BripnGe = 
4% Deh, .. ee} D912 | Ble | pO112 — 
4°, Guar. coe} GOL 94 1011, — 
G. NORTHERN 
(IRELAND) | 
Ord. ous wee] 71 313 * —_ 
| 
G. SOUTHERN 
(IRELAND) 
Ord. pie eae] 20 16 20 - 
Prefce. _... woot 26 Ete | 48 +3 
Guar. ta eco] 42 | 1634 10 ~e 
Deb. ik eos] | 307g G3 +3 
Bee } 
2% *A” 11778 [112 1191p — 
5%, —— 12714 |119%4 12812 aial 
44% “TFA.” 11114 |106 1091. | — 
5 on eoe[L2ZZ1qg 114 12312 - 
i ana .-.| 863g | 7412 | 7612 |-2 
MERSEY | , 
Ord. oe ..-| 1614 | 5 aan 
4% Perp. Deb. ...| 83 | 6378 | S72 ” 
3% Perp. Deb. ...| 62 51 G5¥g ) — 
3% Perp. Prefce....| 5053 | 27 5312 
| o 
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THE RAILWAY GAZETTE 


BRITISH RAILWAY STATISTICS 


“The Railway Gazette’’ monthly table of freight and passenger traffic figures for February, 1934, as 


period in 1933, compiled from the Ministry of Transport Statement No. 171 


Description 


TRAIN TRAFFIC 
rof passenger journeys (excluding 
Increase ) or decrease ( ) 


season-ticket holders 


Passenger receipts (excluding season-ticket holders) 
} Increase ( ) or decrease ( ) 
Season-ticket receipts 


Increase ( ) or decrease ( 


(reat 


Ss 








Britain* Great Western london & Nortl 
Easter 

3,653,127 5,949.7 11,836,256 

5,034,183 324,823 941,360 

£343,432 £531,695 

46,083 £20,436 

£42,050 £118,137 

41,660 £6,281 


Parcels and miscellaneous traffic receipts (excluding parcels post) 


FreIGHT Tt 
Freight 


Net tor 


Average 


Freight 


Rex 


Freight 


) or decrease ( 


Increase ( 


AIN Tt 
tratt 


AFFIC 
(tons) (excluding free-haule« 
Increase ) or decreas« 
miles (excluding free-hauled) 
Increase ( ) or decrease 
length of haul (miles) (excluding 
ncrease ( ) or decrease ( 
receipts 
Increase ( 
eipts per ton-mile 
Increase ( 
train-loads 


trath« 
or decrease ( 


or decrease ( 





Average train-load (tons 
Increase ( + ) or decrease | ) 
Net ton-miles 
train engine-hour 
Increase ( or decrease ( 
Per inting-hour 
Per ne-hour 











total eng 


free-hauled) 


t ton-miles per route-mile per working day 


Increase ) or decrease 















1,270 


136 


é€ 








£281,067 


£941,026 / 168,660 





£57,591 £7,682 £13,625 
2 572,117 5,357,064 
223,997 558,434 
470,820 231,958,000 
5.1038,702 27,375,019 56,639,231 
56-28 $3-30 42°27 
0-53 0-66 


41,164,000 


3,996,366 





£643,: £119,000 
1-3% 1-20d 
0 0-02d 0-03d 
138-23 137-93 
9-11 5°56 
1,068 °27 1,036-80 
42-22 7°61 
804-74 964-18 
458-98 499-59 
2,720 3,001 
322 381 








Qn 


Scott 


19,315,283 
1,370,150 
£835,952 
£22,482 
£193,642 


£353,464 


989 


compared with the corresponding 


ondoi 
Midland & 
ish 


Souther 


14,031,447 
703.168 
£575,198 


{22.658 





£198,337 
44,423 £5,448 
£110,726 
£26,429 £3,803 


10,516,962 

730,110 

510,380,007 
> 








1,506,134 
165,616 
59,804,427 
6,650,660 





39-71 

0-06 

£413,461 

£37,761 

| 1 - 66d 

} 0-0O4d 

126-84 109-34 
2-91 5°89 
926-45 802-18 
60-38 16 
878-53 573-76 
450-93 334-50 
: ,247 
250 146 











Wagon-mil rotal 63,388,815 125,659,744 151,492,871 18,350,939 
Increase or decrease 33,869,762 5,404,655 15,537,886 10,992,360 1,692,607 
Percentage of loaded to total 65-86 67°61 63-34 67-39 64-89 
Wagons per train 
rotal 35-07 35-80 35-04 | 32-14 
Increase ) or decrease 1-02 1-17 85 1-01 
Loaded 23-10 22-67 23-61 20°85 
Empty 11-97 13-13 11-43 11-29 
lrain-1 s. Coaching 
Per ain-hour 14°96 13-74 14°03 14°43 17°51 
Per engine-hour 12-00 10-98 10°97 10-99 14°33 
lrain-miles Freight 
Per train-he 8-73 9-29 8-78 8-46 9°05 
3-50 3-33 3-67 3-55 3-01 
I 14,533,690 6,983,635 12,326,910 16,451,426 5,884,485 
Increase r decrease 1,891,552 260,176 683,961 746,411 148,310 
Mileag bv engines Total train-mile 
Coa ! 21,465,240 2,913,547 $,912,637 6,789,237 4,194,789 
Freight 10,295,641 1,806,312 3,510,437 570,955 
Engine-hours in traf Votal 1.934.567 834,008 1,474,466 502,176 
Increase r decreas 33.484 36,562 100,711 26,070 
Shunting miles per 100 tra miles 
( i 1 74 6-96 6-352 R-O4 
Fre 5-64 85-82 0-29 100-35 
All standard-gauge railways 
Passenger Traffic Statistics: Number of Journeys, Receipts, and Receipts per Journey (excluding Season-Ticket 
Holders)—February, 1934 
London 
: - London & London Cheshire verpoo assenge 
S t mitein saan Nc rti narene & Southern Lin a }. : oe nt Mersey 
Eastern Scottish Committer Boardt 
Full fares 
Passenger journeys 27,476,768 592,112 986.868 1, 2,230,481 132,049 83,696 
Gross receipts £694,178 £54,926 {88.982 £141,055 £1,418 £1,425 
Receipts I Passenger é 
journey 6-06d 22 -26d 21-64d 16-Sld 15-18d 31-1ld 2-58d 3-30d 4-09d 


Reduced fares 








Gross re 


Receipt 


journe 


Total 
Passe nger 
Gross rece 
Receipts 
journey 


nd week-end 


r journeys 30,167 597 
eipts £1,542,287 
per passenger 
12-27 
suTne Vs 23.057 040 
pts £330,759 
per passenger 
3: 44d 
ptlions 
er journeys 2,950,584 
pts £183,515 
per passenger 
14°93 


uruevs 





r passenger 


$3,293,029 
£237,085 


17+ 28d 


1,727,660 


(25.268 
8-S5ld 


436,921 
£26,153 


18: 63d 
5,949,722 
£343 432 


13-85d 


6,947,318 
£346,915 


11-98d 


3,095 S863 
£49,197 


$-Sid 


805,905 


£46,075 





10,636,115 6 569,201 333,998 


£572 980 £316,209 418,300 
12-93d 11°55d 13-15d 
6,403 $.708 902 290,390 





£100,626 £76,731 £3,733 


$-07d 


3-77d 


873,886 
163,504 





18-S4d 


17-44d 


608,468 
£26,998 





| 14,031,447 
f ,198 


9-S4d 10-65d 


189,494 


£1,556 
1-97d 

0 

41 
0-75d 


419,725 


£3,716 
2°12d 





Includes passengers originating on the railway undertakings, and on the Whitechapel and Bow Joint Railway 


562,048 
£8,229 





3-51d 


5,705,050 


184,480 


£62,289 £1,648 
2-62d 2-1l4d 
308,330 10,412 
£2,502 £132 
195d 3-04d 


840,636 
£11,434 


3°26d 
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Railway Share Market 


The stock and share markets tend to 
show some decrease in activity. Phis 
usually reveals itself in professional specu- 
lative operations about the end of May. 
There is an old saying in the Stock Ex- 
change that one should close one’s com- 
mitments before Derby Day owing to the 
tendency for markets to commence their 
spell of summer inactivity at that time. 
Like many other market practices this 
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from some 
may have 


emanate 
these 
ot 


and if bearish views 
quarters it is possible 
relation to the state some jobbers’ 
books. Given a reasonably fine summer 
the Southern preferred ordinary and de- 
ferred ordinary are expected 
show some appreciation. The L.M.S. 1923 
preference stock is considered to be 
undervalued on the estimate that the com- 
pany is now earning the full dividend on 
the stock and the L.N.E.R. second pre- 
ference looked . upon priced 
very modestly on the estimate that 2 per 
cent. is now being earned on the stock. 


stocks 


stock is as 


to 


June 1, 1934 


observed that the shares of Thomas Tillin 
were also marked down, so that little Sig- 
nificance probably attaches to the move- 
ment in the London Transport Board’s 
“C - -gieee. Mersey issues were reac- 
tionary after their recent steady rise, and 
the preference stock changed hands on the 
basis of a yield of 52 per cent 

In foreign railway stocks the most in- 
teresting movement was in Argentine rail- 
way stocks, which advanced on the 
impression that the new Argentine Govern- 
ment loan may have the effect of easing 


the exchange situation to the benefit of 
the railway companies. North Western 
of Uruguay 6 per cent. first and second 
debenture stocks were marked up 2} and 
14 points respectively on the deduction 
of the dividends. Nitrate Railway shares 
were lower and Taltal and Antofagasta 
were offered. Canadian Pacific shares ad- 
vanced a little on the recovery in New 
York, the movement being helped by the 
April earnings statement and the 
bond issue. 


investment policy is to be accepted with 
reserve. 
As far Home railway are 


These market estimates are necessarily 
subject to constant revision, and any 
investor in home railway stocks would do 
concerned, two important influences are well to take the long view rather than 
expected to be uppermost during the next count definitely upon early appreciation 
few months. One is the question of thx in value. A weak spot this week was 
wages claim, the other the holiday traffic London Transport ‘‘ C ’’ stock which was 
returns. It is possible that uncertainty sold on the commencement of the hearing 
regarding the former may counterbalance of the claim of Thomas Tilling Limited 
any benefits arising from the latter. The for compensation for the acquisition of 
outlook is not pessimistically, its Metropolitan bus service. It may be 


as stocks 


new 
regarded 








Traffic Table of Overseas and Foreign Railways Publishing Weekly 


Returns 


Trafttics for 
ec 


Aggregate Traftics to Date Prices 


Week 
Ending 


Shares 
Totals or 
Increase or Stock 
Decrease 


Railways 
Inc. or Dec 
compared 
with 1933 


hest 
1933 


Total 
this year 


No, of Week 


rhis Year 


Hi; 


Last Year 


£ £ £ 
10,460 2,510 267,730 
12,600 1,000 491,100 


67,050 
15,300 


f 
200, 680 oo 
506,400 — 


{ Antofagasta (Chili) & Bolivia 
| Argentine North Eastern 
| Argentine Transandine 
| Bolivar ' 
| Brazil = 
Buenos Ayres & Pacific 
| Buenos Ayres Central 
| Buenos Ayres Gt. Southern 
| Buenos Ayres Western 
| Central Argentine 
Do. ea 
Cent. Uruguay of M. Video 
do. Eastern Extn 
Do. Northern Extn 
Do. Western Extn 
Cordoba Central 
Costa Rica 
Dorada 
Entre Rios i 
Great Western of Brazil 
International of Cl. Amer. 
Interoceanic of Mexico 
La Guaira & Caracas 
Leopoldina 
Mexican ‘ ; 
Midland of Uruguay 
| Nitrate ft 
Paraguay Central .. 
| Peruvian Corporation 
Salvador 
| San Paulo 
Taltal os 
United of Havana 
Uruguay Northern 


Ord. Stk. 


A. Deb. 
6 p.c. Db. 
Bonds 
Ord. Stk 
Mt. Db 
Ord, Stk 


6,400 550 27,050 30,800 3,750 
1,000 
$117,614 
161,000 
8,000 


576,000 


3,000 5,241,000 
000 $4,899,953 
000 7 +486 000 
000 3,209 OU 
000 7,923,000 


129,000 
$107,000 
168,000 
64,000 
£193,000 


5,242,000 
$4,782.339 
9,647,000 
3,217,000 
| 8,499,000 a 
| - Dfd. 
| 11,469 Ord. Stk 
53,874 ‘ 
92,258 
61,799 
1,875,000 
178,636 
26,400 
699,800 
243,900 
$1,356,820 


16,1581 
3.500 
2.601 
1,327 194 
39,000 000 
20,747 11 
9,600 2 800 
13,600 500 
5,900 200 
$552,711 146 


.444 
300 


582 


771,581 7 
160,436 1 

90,439 
73,667 
914,000 
166,460 

41,100 
722,400 
179,300 
,523,085 


America 


$9,000 
12,176 
14,700 
22,600 
- 64,600 
+ $166 265 


Ord. Inc 
Stk 

1 Mt 

Ord 

Ord 


Db 
Stk 
Sh 
Ist Pref 
Stk 


Ord. Stk 


South & Central 


3,965 
17,536 
$222,000 

7.592 


910 
427 
20,900 
713 
2,709 
100 
3,193 


15,245 
451,171 
,649,500 
95,108 
115,388 
162,180 
556,896 
70.512 
604,126 
60,935 
907,579 
11,507 


27,240 
484,604 
$3,731,200 
85,366 


+ 
$2,336 + 
+ 
tT 


11,995 
33,433 
$Y918.300 
9,742 Ord 
73.052 Ord 
26,210 | Pr. Li 
27,586 Pret 
60,23 Pr. Li. Db 
5 Ord. Stk. 
60 Ord. Sh 
63 Ord. Stk. 
O86 Deb. Stk 


Stk 
Sh 


Stk 


10.405 
4,790 
49,967 
1,543 
30,393 


~ 


135,970 
529,310 
130,744 
606,381 
36,175 
904,016 
14,593 


Ime 
wr 


,059 
100 
1531. 
164 

1,365 
73 


b= tS 


24, 
3 
3, 


( Canadian National 23,748 
Canadian Northern 
Grand Trunk .. - ~ 


Canadian Pacific 17,018 471,200 


9,971,611 


2,208,781 


4 px 


2,180,392 

- Dbs 
Gar. 
Stk 


Perp 
4 pc 
Ord 


3,781,200 7,494,400 


ts 


,286,800 


Assam Bengal 
Barsi Light. . : WP 
Bengal & North Western. . 2. 
Bengal Dooars & Extension 
Bengal-Nagpur.. ‘a 
Bombay, Baroda & Cl. India 
Madras & South’n Mahratta 
Rohilkund & Kumaon 
South India 


1,329 
202 
113 
161 
3,269 
3,089 
3,230 

572 
2,526 


26,977 
3,487 
55,311 


115,852 
15,300 
261,588 
11,131 
470,400 
,181,100 
466,575 
60.146 
318,143 


85,249 
16,133 
258,866 
10,651 
413,370 
1,171,125 
$40,748 
58,369 
308,988 


Stk. 
Sh. 
Stk 


Ord. 
Ord 
Ord 


30,603 
833 
272 
480 

37,030 
9.975 
25,827 
1.777 


9,160 


ue eve 


Beira-Umtali ‘ 2 204 
Bilbao River & Cantabrian 15 
Egyptian Delta ° ° 
Great Southern of Spain .. 
Kenya & Uganda 

Manila ia 
Mashonaland ‘ - 
Midland of W. Australia .. 
Nigerian ‘ ; 
Rhodesia 

South African 

Victorian .. 

Zafra & Huelva 


49.507 
1,787 
621 5. 5,281 
104 2,252 
,625 34,690 


290,974 
7,749 
20,892 
43,908 
34,690 


56,247 

2,662 

Sh. 
Deb. 


Prf 
Inc 
B. Deb. 


1 Mg. Db. |* 
Inc. Deb. 


913 1934 
277 1934 
1,903 4.434 
1,538 Mar., 1934 
13,180 5.5.34 
6,172 Feb., 1934 
112 Apr., 1934 


88,871 
12,965 
25,974 
154,590 
490,052 
735.677 
9,965 


530,604 
108 714 
56,310 
909,844 
2,374,812 
5,849,572 
44,640 


168,069 
4,446 
699 
251,456 
392,741 
325,805 


3,181 


4 p.c. Db. 





Norte.—Yields are based on the approximate current prices and are within a fraction of lj. 


t Receipts are calculated @ Is. 6d. to the rupee. } Average rate of exchange for the week :—This year 312lgq._ Last year 4125¢4 § ex dividend. 








